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The inner city of Port Elizabeth has faced a series of problems since the 
1960s. These include forced removals, relocation of critical functions and 
the implementation of obdurate infrastructure. One of the most destructive 
of these forces was the construction of the Settlers Way Freeway in 1963. 
This freeway cuts through the inner city and had many buildings and 
neighbourhoods demolished for it to be realised. Since then it has caused 
more harm than good by only serving a select few while degrading inner 
city public space for others. 
This project  investigates the possibility of the demolition of the Settlers 
Way freeway as it is essential for the appropriate future growth of Port Eliz-
abeth's City centre. This will also have a large positive impact on the metro 
area in terms of spatial and economic benefit. The city centre is centrally 
located in the region and has a major spatial advantage in terms of trade 
and commerce. This alone should be enough reason for concern when it 
comes to social and economic reasons. 
An argument is formulated for the removal of the Settlers Way freeway and 
suggests a viable and realistic alternative in its place. This is done through 
a lens of economic rejuvenation of the inner city by using the freeway re-
moval as a catalytic device for future development by unlocking land that is 
currently underutilised. 
This initiative is now more urgent than ever as continued urban sprawl is 
occurring on the peripheries of the city in the form of shopping malls draw-
ing much needed economic investment further away from the city centre. 
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The inner city of Port Elizabeth has experienced many problems since the 
1960s. Forced removals, relocation of critical functions and implementation 
of obdurate infrastructure are a few of these troubles that faced the inner 
city. One of the most destructive of these forces was the construction of 
the Settlers Way Freeway in 1963. This freeway cuts through the inner 
city and had many buildings and neighbourhoods demolished for its com-
pletion to be realised. Since then it has caused more harm than good. 
Therefore this projects aim is to formulate an argument for the removal of 
the Settlers Way freeway and to suggest a viable and realistic alternative 
in its place. 
This project consists of three main sections which involve the past, present 
and future of Port Elizabeth relating to the Settlers Way freeway. The first 
section discusses the growth of the city and factors that influenced its 
morphology. The decision to construct the freeway and the reasons for in-
ner city decline are then examined. 
The second section deals with the formulation of an argument for the dem-
olition of the freeway followed by the method of navigation needed to 
achieve this. The argument is then strengthened by an analysis of similar 
case studies and the outcomes that these projects delivered. Alternative 
options to replace the freeway as well as potential traffic flow problems 
that this might cause are discussed. This is followed by potential solutions 
to these problems. Possible developments that may occur on land that the 
demolition of the freeway unlocks is then discussed. 
The third section invasions a possible future for Port Elizabeth with the as-
sumption that the Settlers Way freeway is demolished. It explores differ-
ent freeway conditions, freeway functions, and local examples before sug-
gesting a metro scale proposal for Port Elizabeth that involves the demoli-
tion of the freeway as the catalyst. An analysis of the inner city area is then 
done to inform further decisions after which an initial design process is ex-
plored. Different ideas and concepts are then shown through multiple lay-
ers and the effects of these are discussed. A visualised journey and poten-
tial alternatives to Settlers Way are then shown through sectional draw-
ings. Finally the incremental development process of the inner city and port 
are explored. 
This project aims to make a viable argument for the demolition of the free-
way by considering economic, social and spatial issues. Investigation re-
veals that the positives of such a catalytic project outweigh the negatives. 
Economic benefits are a strong possibility as reinvestment after such a 
project bear little risk as the inner city is already a well located established 
business district. Social benefits are derived from accessibility to this area 
by those who already utilise the inner city as well as those who will be 
drawn to it by this project. Spatial benefits will occur as a result of rein-
vestment in a centralised area whereby further sprawl is prevented. 
This project also discovers that there may well be feasible funding options 
as projects of a much larger scale have recently been approved and con-
structed within the metro area. Through this process it is revealed that a 
project of this kind is possible to plan and implement if those involved are 








1.2 Methodology & Process 
The design process and method employed will try to further the objective 
of the removal of the Settlers Way freeways through a series of explora-
tions. The first of these will be the Position Statement. This is done in order 
to determine the actual reason behind the project and what the process 
should aim to be doing as well as what should be aspired to. 
After this a set of principles or norms will be determined to test further 
project developments against and to serve as a guide for decision making. 
The analysis phase will follow in which the context is explored at different 
scales, from macro through to intermediate and micro scale. 
The possibilities or potential solutions that may be employed are then ex-
amined and the most contextually suitable solutions are then taken further 
through a series of developmental approaches. 
A proposal entailing incremental development of the city is then suggest-
ed as an alternative to the current situation of Port Elizabeth. Finally a con-
clusion will evaluate the findings and determine possibilities.  
1.3 Research methods 
Information gathered for this project was done through various methods. 
Mapping and spatial development frameworks and diagrams were ob-
tained from the Nelson Mandela Metropolitan Municipality, the Mandela 
Bay Development Agency, the Nelson Mandela Metropolitan University 
and the National Geographic Institute. 
Additional information relating to theory and development of the project 
was gathered from the University of Cape Town via various lecturers, pro-
fessors as well as the various libraries and data source centres. Additional 
information was obtained from reliable internet sources. 
Meetings with studio supervisors for discussions and other professionals 
who have valuable insight relating to this topic were also used to compile 
this document. 
1.4 Project Limits 
During the development of this project methods of community participation 
or direct interviews with individuals were not performed. Rather a desktop 
study was done through the sources and methods mentioned in the re-
search methods section. 
This projects main purpose was to explore the possibility of the demolition 
of Settlers Way freeway in Port Elizabeth to improve spatial economic ac-
tivity in the inner city. Therefore the project predominantly focused on the 
inner city while considering metro scale effects. 
The diagram to the left will be used 
throughout the document as a reference to 
the main argument  that has been set up. It 
diagrammatically explains the route that 
the argument follows. 
 
Before each new section a part of this dia-
gram is displayed to show where that spe-




Powergram diagram showing influence of Urban Design when compared to other professions 
(McGlynn in Carmona & Tiesdell, 2007) 
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1.5 Role of the Urban Designer 
 
When considering the role of the urban designer for a project of this nature 
it is important to consider the scale and impact that might be caused. As 
mentioned before there are many stakeholders, land owners and institu-
tions to involve. The role of the urban designer should therefore be as a 
facilitator of the development process of the project. The urban designers 
responsibility is to inspire those involved and to bring about ideas and in-
spiration for what could be achieved. The idea of ' Visionary Urbanism' as 
explained by Alex Krieger in Territories of Urban Design explains that the 
urban designer is responsible for conveying hope and aspiration in a phys-
ical sense through inspiring people to imagine. 
 "Cities today are designed by an intricate interplay of private invest
 ment, public subsidies  and incentives for development, government 
 regulations, public participation, and public protest. The profess
 sional urban designer needs to know how to work with and guide all 
 these forces." 
        (Barnett in Krieger, 2009) 
 
What is needed in South Africa and Port Elizabeth specifically is a culture 
of providing for the future and the establishment of physical change 
through correcting the mistakes that have caused harm to the city. This 
can only be done through the establishment of a 'Legacy' program. It could 
be argued that this is similar to the MBDAs mandate and the 2020 Vision 
that the previous mayor Nceba Faku had for the city. The essential differ-
ence is that a true championship of urban design and urban interest is 
needed who is independent of political influence and institutional bias. This 
idea should be headed by an individual or team of specialists of the urban 
realm which consists of heritage, natural systems, social issues, built form 
and other concerns that shape a city. 
A strong set of principles or norms should be established within the con-
text of the city centre and should be used to inform design decisions. 
These principles would also be used to test proposals against and to de-
termine whether the design is adequate. In addition an urban design 
framework and possibly a policy could be established to reinforce the pro-
cedural and evaluation of potential projects. 
The urban designer should also initiate catalytic or visionary projects 
(most will not materialise) to inspire and keep the spark of progression and 
furtherance of the city alive. Therefore the 'art of the possible' is a skill that 
the urban designer possesses to convince the public of projects such as 
this. 
 
The urban designer is able to set up participatory meetings with stake-
holders in a manner that involves the exploration of scenarios and exercis-
es such as 'cherettes' that demonstrate a testing of situations. This 'If – 
Then' approach aims to illustrate the possibility of developments and their 
outcome. This may be an effective means of testing development pro-
posals. 
As can be seen in the 'Powergram' diagram by McGlynn the urban design-
er has the power of influence at their disposal. This is an important tool as 
projects of this magnitude involve many parties that need to be persuaded. 
The role of the urban designer is therefore an essential one to for fill in a 
project that involves the reimagining of the connection between the CBD 
and the port of Port Elizabeth . 
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Citizens crowd into City Hall wearing signs on their heads to express their opposition to the freeways being erected all over 




1.6 Position Statement 
Before starting the design process a position statement with norms and 
principles is to be formulated. This will explain the position the author has 
taken in the project to inform the design process. These principles are then 
to be used to test development decisions during the design process. 
The city of Port Elizabeth has long been plagued by a number of factors 
that have led to the deteriorating condition of the inner city. The two major 
factors that led to this were the displacement of the university from Bird 
Street in Central to Summerstrand on the outskirts of the city and the con-
struction of the Settlers Way freeway. These decisions were taken within 
the modernist era during apartheid. These factors have led to a divided city 
both racially and physically. Today the city suffers as a result of these deci-
sions.  
Therefore strong decisive action needs to be taken to correct these prob-
lems. It is up to institutions, local government and local residents to see the 
potential and perform decisive actions in Port Elizabeth. Although  small 
inner city rejuvenation initiatives have been employed they have not yet 
overcome the two major problems mentioned. These are to be seriously 
considered if any significant progress is to be made. It is not surprising that 
a project like the demolition of the freeway may come as a shock to most 
but the benefits out weigh the drawbacks. These benefits affect the local-
ised and regional economy, social interaction and perceived identity of 
Port Elizabeth. 
The inner city has been experiencing a decline in economic investment 
and a lack of incremental growth and development. This in not as a result 
of a lack of space but rather a mismanagement of space. The freeways 
obstruct growth and development as well as integration between different 
areas of Port Elizabeth as it restricts access. The restriction of access re-
sults from the non-functional nature of the freeway and its traffic direction. 
The city is completely bypassed and as a result suffers from a neglected 
image and nature. The issue of community therefore arises. The people of 
Port Elizabeth are directly disadvantaged by the disconnecting nature of 
the freeway infrastructure. Community cannot occur in a severed urban 
landscape. 
The issue of pride is directly related to that of community and choice. The 
disruptive spatial nature of the freeway is not conducive to the feeling of 
pride amongst Port Elizabethans. The spatial realisation of the freeway is 
one of division and confusion to city users. Legibility and orientation of the 
city is lost as a result whereby the image and identity of the city is de-
stroyed. 
The demolition of the freeway and development of an alternative boulevard 
and street grid system would improve the image of the inner city, provide 
opportunity to the residents and reconnect the city with the port and 
ocean to create a commonality within the different portions of the city.  
The reconnection of the city to its form giving counterpart, the port, through 
the removal of the Settlers Way freeway will once again place Port Eliza-
beth on the map as a major regional city. 
The principle icons on the left 
have been used throughout the 
document to indicate the appro-
priate principal or norm that is 
either to be learned from an ex-







Morphological study of Port Eliza-
beth from 1941 till 2014 








This section will explore the influencing and shaping factors that led to the 
morphological progression of Port Elizabeth. Its early exposure to trade 
and manufacture of the motor industry and the resulting infrastructural 
changes bought about will be explored. The effect that the political land-
scape and Apartheid had on the population and their movement patterns 
will also be examined. The time period and principles that was Modernism 
and its emergence and relationship with Apartheid will be discussed. Ulti-
mately this sections intention is to understand how and why sprawl and 
the decline of Port Elizabeth’s inner city occurred as well as how it be-
came South Africa’s second largest city in terms of area. 
(Census2011.adrianfrith.com, 2014) 
PAST 
Image showing where this section 
fits into the argument 
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Ford motor works c. 1930. Aerial view. 
(Port Elizabeth Library, 2014) 
Ford motor works - Building motor bodies. c. 1930 
(Port Elizabeth Library, 2014) 
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2.2 Influencing Factors 
 
There are a number of aspects that are responsible for the growth pattern 
and eventual urban form of Port Elizabeth. These are related to the func-
tional nature of the city as a port and the influences that trade had on its 
growth as well as the movement routes and access to other trade areas in 
the region. 
Even before Port Elizabeth was a city, Algoa Bay was used as a stopover 
point for Portuguese sailors to replenish their fresh water supplies during 
the late 1400s .(www.nmbt.co.za, 2014) The bay later flourished during the 
19th century as the regional centre of commercial activity with the exchange 
of primary produce. This centred predominantly on the wool and mohair 
industries as well as fresh produce as the city was able to draw these 
products from the nearby hinterland consisting of the Uitenhage and Dis-
patch areas. Port Elizabeth later also traded with ostrich feathers and dia-
monds to an extent, this however was short lived. (Pakes, 1998) 
The nature of trade in the city later changed in the 1920s as elite members 
of the local inhabitants started to actively promote industrial growth and 
development. This was in tune with the global industrial growth move-
ment. The local entrepreneurs push for development in the industrial sec-
tor paid off in 1923 when the city managed to attract the Ford Motor Com-
pany to establish factories in close proximity to the city. In 1926 General 
Motors followed suit and in the 1950s Volkswagen South Africa also estab-
lished factories in the area. (Pakes, 1998) The bay area was particularly 
sought after as it had space, lots of labour and a functional port. 
"These large motor manufacturers were particularly interested in 
the City because of its harbour facilities, its railway network, and a 
large supply of labour. The result was that the automotive compo-
nent and allied industries (such as tyre, glass, and textile) began to 
develop." 
       (Robinson in Pakes, 1998) 
 
The automotive and components sub-sector industry of the local econ-
omy later (in 1978) grew to account for over “...50% of the value of the ar-
ea’s manufacturing industry production.” (Adler in Pakes, 1998) This indi-
cates that the city has been heavily reliant on this industry from the 1920 
up till today. (Adler in Pakes, 1998) Port Elizabeth had been known as the 
‘Liverpool of the Cape’ during the middle of the 19thcentury and later as the 
‘Detroit of South Africa’ as a result of its industrial and manufacturing na-
ture and its association with the production for motor vehicles. (Adler in 
Pakes, 1998) 
 
Even though today this industry is not as strong as it was in the period be-
tween the 1920s and 1970s the legacy it left behind in terms of infrastruc-
ture is evident. 
 
"…over time significant changes in dominant technologies ushered 
in new eras in terms of urban form…" 
       (Dewar & Todeschini, 2004) 
Large scale decentralisation of industry subsequent to the local and na-
tional policy of the day and massive infrastructural highways and flyovers 
dominating and overshadowing the CBD are the remnants of this period. 
Port Elizabeth’s close ties to the motor industry might also explain its 
growth pattern in terms of movement routes and the predominance of the 
motor vehicle in later years. Port Elizabeth is in a transition phase and is 
turning into a post-industrial city very slowly. Even though industry plays 
a large role in the economy of the city, changes need to be made to ac-
commodate economic change and diversification. These other sectors of 
the city’s economy may expand to financial, business and service sectors 
as well as potential governmental administration. 
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2.3 Shaping Factors 
 
Port Elizabeth is a good example of a variety of juxtaposing city planning 
methods. This can be noticed when looking at the morphological develop-
ment of the city and its growth patterns over time. There are two main de-
termining factors that helped shape the city as it is today. Both were con-
ceived as ideologies to control development patterns. These two factors 
are Modernism and Apartheid. 
2.3.1 Modernism 
It is evident that the emergence of modernism had a great impact on the 
city as it did globally. These ideals that were imported to South Africa from 
abroad have heavily influenced the morphological growth of our cities. 
The theoretical basis of modernism is the dominant concern with the sepa-
ration of functions. This means that activities such as work, recreation, 
play and movement were consciously separated as areas of mono-
functionalism. The reason for this was to reduce potential conflict that 
might occur between activities and to take full advantage of the practical 
action of each separate activity. (Dewar & Todeschini), 2004) 
 
Practically these principles were enforced in the modernist conception of 
urban settlements. These dispersed areas and neighbourhoods were 
depended on high-speed routes linking the fragmented parts of the city. 
In South African these routes were road-based to make it easier for resi-
dents to travel these distances between destinations. This resulted in free-
ways meeting cities in awkward ways causing many inner city areas to 
degenerate. When meeting the city these freeways would generally morph 
into flyovers that glided above the city. At least this was the theory. Howev-
er, in reality these flyovers disjointed city centres and severed connec-
tions between areas through becoming a physical and visual barrier. 
These areas are seen today as dangerous and degenerated. 
 
“These routes were seen as “space-bridges”: their sole purpose 
was to move large numbers of people and goods over considerable 
distances from one destination to another as rapidly as possible. 
The emphasis was almost entirely on promoting mobility rather 
than increasing access.” 
      (Dewar & Todeschini), 2004) 
The junction and threshold condition that occurs when freeway meets city 
was not thoroughly thought through and the solution of the ‘flyover’ was 
not successful in not hampering inner city activity and growth. The same 
problems occurred during this period in other areas of the world including a 
number of cities in the United States. Examples of these are New York, 
San Fransisco and Milwaukee. 
 The modernist ‘Machine Age’ was geared to solve problems with abso-
lute answers and did not take into account any external aspects that 
might be affected. Engineering was often seen as the cure to ailments of 
the built environment even though today we are aware that these develop-
ments often caused more harm.  Disjointed cities are one of the symptoms 
of the failure of modernist planning. 
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Map showing apartheid planning through 
Group Area Act regulations in Port Elizabeth 
(www.motormedia.co.za, 2014) 
Map showing the continued effect of 




2.3.2  Apartheid 
In South Africa modernism was the theoretical turned practical means 
through which to enforce the political ideals of Apartheid. This effectively 
caused sprawl through laws such as the Group Areas Act No 41 of 1950 
which displaced vast amounts of people and destroyed communities such 
as South End in Port Elizabeth. All but a few religious buildings were de-
molished leaving the Pier Street Mosque in the undignified left over space 
resulting from the freeway construction. These demolished areas made 
way for other developments including enclave middle to high income hous-
ing and large scale infrastructure projects such as the Settlers Way Free-
way in Port Elizabeth. The displaced communities were forced to live on 
the peripheries and outskirts of the city thus fragmenting the city. 
 
This regime left remnants of a time where efficiency was the overriding fac-
tor for most built environment projects. The car dominated city of Port Eliz-
abeth with its beep rooted history with automobile manufacturing now suf-
fers from road infrastructure over engineering as a direct result of Apart-




This section has explored the effect that different socio-political and mar-
ket forces have had on the growth and development of Port Elizabeth. 
The motor manufacturing industry, modernism, apartheid and other factors 
have all influenced the cities morphology and caused unregulated sprawl 
through over scaled movement infrastructure. This has led to a totally 
car orientated developmental pattern that has wreaked havoc in terms of 
spatial economic conditions in the inner city as well as in the larger metro. 
The next section will deal with more specific particularities of the project by 
discussing the development of the Settlers Way freeway flyover system 
that cuts across the Centre of Port Elizabeth. 
Image showing the old neighbourhood of 




Topographical maps & phots showing the difference be-
tween before and after the freeway was built 
(NGI, 2014) 








































The Flyover system of Port Elizabeth was constructed alongside the coast 
and through the centre of Port Elizabeth in 1963.(www.africoast.com, 
2000) This section will discuss the specifics of this massive infrastructure 
project and the impact that it had on the city. Urban decay in the inner city 
of Port Elizabeth was caused mainly by of two major infrastructural factors. 
Image showing where this section 
fits into the argument 
Image showing how the freeway 




Drawing showing the relocation of the university 




3.2 Determining Factors 
 
The first factor contributing to Port Elizabeth’s inner city decline can be 
attributed to the construction of a system of highways, interchanges and 
flyovers straight through the inner city in 1963.(www.africoast.com, 2000) 
This augmented the already struggling situation of Central. These ambi-
tious ideas and plans coming from the municipal engineers and town plan-
ners envisioned the re-creation of the town centre. (Space Syntax & The 
Workplace Architects, 2008) Other reasons for the freeway system were 
projected future capacity limitations of the transport system of that time. 
Predictions and reasoning for the freeway were to prevent further conges-
tion in the CBD by filtering vehicles in and out at a rapid pace. Today it is 
evident through a user group analysis that these predicted capacities  
were never reached and the freeway system proved to be over engineered 
and underutilised (see later sections). 
“The irony of it all was that by this time old Main Street was no 
longer the central business district.” 
   (Space Syntax & The Workplace Architects, 2008) 
The second was that the University of Port Elizabeth was removed from 
its original site on Bird Street, overlooking the city centre and harbour, to 
the outskirts of the town in Summerstrand. The new university grounds 
were designed to be an enclave in a nature reserve. (Showme.co.za, 
2014) This is in stark contrast to that of an urban imbedded campus. The 
reason behind this was that the campus in town was entirely inadequate. 
Since this removal, the old centre of Port Elizabeth has been degenerat-
ing slowly. This is because students provided the much needed activity 
that was needed to sustain economic activities within the city centre. 
These activities included accommodation for students, eating places and 
restaurants, recreation facilities and amenities such as laundries. All these 
activities had been relocated to the new Summerstrand Campus by 1974 
leaving the inner city economically bare. (Showme.co.za, 2014) 
The removal of a key energy and activity generator, the university, and the 
construction of an underutilised megalith seems to have bought about the 
beginning of the end for the local economy of the inner city. 
The Administrative block on the 
Summerstrand South Campus 
(www.nmmu.ac.za, 2013) 
The Wegspring building on the 




Map showing the extent of engineering 
plans for a system of freeways throughout 
Port Elizabeth 
(The Port Elizabeth Library, 2014) 
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3.3 Conception of the Flyovers 
 
Grand ideas for Port Elizabeth included the creation of a “grand new en-
trance into the city” (Space Syntax & The Workplace Architects , 2008) in 
the area of South End. A new system of freeways to connect various parts 
of Port Elizabeth was also planned. This consisted of the “a 4-lane dual-
carriage freeway built onto the side of the valley from the main north-south 
freeway through Settlers Park as far as the Linton interchange” (Space 
Syntax & The Workplace Architects, 2008) as well as bridges that were to 
span the Baakens Valley from the top of Brickmakers Kloof to Walmer. 
Fortunately due to enormous opposition by a protesting public after seeing 
the first north-south stages of the project, the Baakens Valley Parkway 
was officially halted in 1979. (Space Syntax & The Workplace Architects, 
2008) 
The north-south section of the freeway system consisted of a series of 
flyovers. These flyovers were constructed as a separated arrangement of 
dual lane traffic flows consisting of between four and seven elevated lanes. 
This system was built directly along the coast and over the roof of the cen-
tral station. This massively scaled piece of infrastructure severs the old 
town from the station and harbour and in so doing it destroys the history, 
integrity, allure and safety of the once bustling inner city. (Showme.co.za, 
2014)  




Drawing showing problems that occur as a result of the 




3.4 Negative Effects 
 
The old city structure was negatively affected in a number of ways by 
these flyovers. Although it ferried vehicle past the centre of the city, there-
by connecting it to other areas it allowed for little access to the CBD. This 
meant that it was difficult to get to the old portion that traditionally was the 
bustling economic heart of the local economy. 
Another factor was that the buildings that once faced onto the Strand 
Street were now directly and rudely confronted with the flyovers. This 
meant that the property prices in this area dropped dramatically as a 
consequence of the unpleasant space that the flyovers created. This cov-
ered underpass condition also led to less light penetration and less ventila-
tion in the area. 
Noise also became an issue as echoing occurs in a large voided space 
such as the one created. The traffic on Strand Street in combination with 
the upper deck traffic also caused increased fumes and pollution to be-
come the norm in the area. Many building entrances also led onto the now 
covered Strand Street making them illegible and unpleasant. It is clear to 
see how all these contributing factors may affect the areas property values. 
Safety in this area also became an issue as crime increased in this in-
creasingly derelict area. Side alleys and niches became hiding places for 
criminals and unsavoury characters. 
The integrity of the old inner city was also compromised as historical 
streetscapes, views and vistas were destroyed by the freeway. An exam-
ple of this is Jetty Street that used to run down from the upper end of Cen-
tral towards the Campanile. This axial alignment was now obstructed by 
the freeway flyover and Jetty Street was closed to make way for the new 
Algoa Bus Terminus which sits below Market Square. Many other signifi-
cant buildings in Central were demolished to make way for the freeway. 
One of these included the beautiful French bank of South Africa. 
The uncompromising engineering drawings for the plan of the integrated 
freeway system were drawn directly over the centre of the city and straight 
through neighbourhoods like South End. This was done without consider-
ation or taking into account of the potential consequences. The plans ar-
gued for a non-congested city that allowed free transition between areas, 
and yet what was produced was the M4 appendix freeway that leads to no 
particular area of significance.  
The area in which the freeway terminates used to be known as South End 
and consisted of a mixed racial community. This neighbourhood was first 
cleared of its inhabitants to make way for a single racial population group 
according to the Group Areas Development Act of 1956 but was later de-
molished in 1965 to make way for the grand plans of the Municipal plan-
ners and engineers. This was to become the southern termination end of 
the north-south freeway route. The only remnants of South end are a few 


















Picture showing under condition of the Settlers Way 







It is evident that the development of the highway system has in fact 
caused more harm than good within the greater Port Elizabeth area. Lat-
er in the project it will be explained that only some benefit from this system 
and that user group analysis suggests that the freeway is underutilised. 
Today the undersides of the flyovers are used by small businesses trading 
in stock varying from household goods to hardware. There are also a large 
number of informal traders who do business in this area. Other users in-
clude taxis and busses that make use of this space as a pickup and drop 
off point in conjunction with the main train station. Even though this space 
has decayed and become an example of bad urban planning it is still 
largely in use. Today Strand Street and its surrounds suffer from degrada-
tion caused by the flyovers and have become an undignified space within 
the city of Port Elizabeth. 
The next section will look at the causes of urban decline and determine 
how the freeways have contributed to this process. 




Informal trade taking place in Govan Mbeki Street 
(www.portelizabethdailyphoto.blogspot.com by FireflyAfrica, 2011) 
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This section will deal with the causing factors that have led to the decline 
of the inner city of Port Elizabeth. A few of these triggering factors are 
Apartheid, disinvestment, white flight, decentralisation, sprawl and obdu-
rate infrastructure. A consecutive discussion relating to these issues will be 
explained in this section. The section will also introduce initiatives and de-
velopments that have been directed specifically at reversing the urban 
decay. Developments that have in avertedly occurred because of the de-
cline of specific areas and have taken advantage of the derelict state of the 
inner city are also discussed. 
Image showing where this section 
fits into the argument 
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The derelict Victoria Hotel in Central 
(www.portelizabethdailyphoto.com, 2009) 
Derelict buildings in the inner city of Port Elizabeth 
(www.simpleintrigue.blogspot.com, 2012) 
Panorama down Hartman Road in central showing the bad state 




4.2 The City’s Decline 
 
Port Elizabeth is a case of some of the worst urban decay in South Afri-
ca. This steady decline of the CBD area of the city can be attributed to a 
number of factors. These factors may have contributed to a collective ef-
fect that ultimately has resulted in the economic as well as spatial insig-
nificance of Central. 
 
Historical events and political will have also influenced the inner city of Port 
Elizabeth through various acts by the previous Apartheid regime. The plan-
ning of this era was geared to separate people and divide areas along 
racial lines. An example of this took place in the South End District of Port 
Elizabeth where a mixed community of residents were forcibly removed in 
1965. (sahistory.org.za, 2012)The area’s built fabric and structures were 
demolished and partially redeveloped by wealthier white inhabitants. The 
South End story is comparable to the District 6 story of Cape Town. This 
left a gap in the urban fabric that has not yet been filled and continues to 
divide a previously integrated central Port Elizabeth with the rest of the 
city. The morphology of the city has suffered ever since as residential ar-
eas were explicitly severed from their previous connection with the inner 
city and port industries. This was also the start of a process of urban decay 
and the heyday of Apartheid from which Port Elizabeth suffered heavily 
both economically and spatially. 
 
Two years prior to this implementation of apartheid legislation there was a 
decision to construct the elevated highway, Settlers Way, through the city. 
This was a massive capital project that coincided with the establishment 
of the University of Port Elizabeth in Summerstrand. (sahistory.org.za, 
2012) This flyover would cut across the inner city and CBD alongside the 
bay, severing the city’s most important public space, Market Square, from 
the Port. This space along with the main street complimented the port 
through a series of axis, vistas and alignments that was initially set out to 
form the legibility and character of the city. This freeway flyover terminat-
ed directly in the South End neighbourhood where it once again came to 
grade and turned into Marine Drive. 
 
In addition, perceived essential infrastructure provision in the form of free-
ways caused property in Central to experience functional and economic 
obsolescence. This caused these properties to decrease in value aiding 
in disinvestment and ultimately decay. Large areas of road reserves and 
inter neighbourhood trunk routes as well as far flung developments assist-
ed the decentralisation and dispersal of trade nodes and wealth throughout 
the city. This meant that centralised functions were now diluted and 
forced the users to abide by this spatial pattern. City sprawl had occurred. 
This undermined the traditional hierarchy of city spaces and economies. 
The dynamics of forced removals, displacement and over engineered, mis-
placed infrastructure served to divide and conquer the city in the name of 
Apartheid. This legacy was one of the major contributing factors to the de-
cay of the city. 
 
Another factor to consider was that the CBD was opened to all races 
in1986 after the pass laws in 1985(sahistory.org.za, 2012). The deraciali-
zation of the inner city meant that the area would undergo transitions cre-
ating a fear of instability for businesses and the affluent.  This along with 
the Abolition of Racially Based Land Measures Act of 1991 may have led 
to some businesses and individuals relocating to areas outside of the 
CDB as a result of intolerance to these new and often poorer user groups. 
(sahistory.org.za, 2012) This could be described as “White 
Flight” (boundless sociology, 2013) and caused a number of wealthy and 
prominent individuals to move business sites. There was a sentiment of 
increased vulnerability of public transport systems and inner city areas 
to crime and grime. This exacerbated the decentralisation and decay of the 
CBD. This in turn would have had a negative effect on the perception of 
the area as well as rental and vacancy rates of Central. (Freund, 2010) 
Sprawl and decentralisation of wealth to malls and other areas of the city 
also contributed to the degeneration of the city centre. Developments such 
as the Greenacres Mall, Walmer Park and Summerstrand Village further 
attracted the businesses that once performed commerce in the inner city. 
This caused disinvestment by large businesses such as investment and 
banking firms and in so doing resulted in property values decreasing expo-
nentially. Other businesses of smaller yet paramount importance to the 
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sold in the CBD for amounts that are lower than the buildings insurance 
amount. 
Monopolistic land owners such as Ken Denton have taken advantage of 
this situation purchasing and developing large portfolios of property within 
the CBD of Port Elizabeth. When arriving in 1998 at the height of property 
devaluation Mr Denton purchased a large amount of properties. Many 
of these became derelict and started a process of decay. This led to the 
surrounding neighbourhood to be affected in terms of perception from po-
tential buyers and eventually property prices. (Montgomery, 2010) These 
affected properties in turn became derelict as they had lost their perceived 
or their alleged ‘good neighbourhood’ status. 
One of these properties is the beautiful Art-Deco Campanile Hotel. It is 
considered a historically significant site as it was constructed in 1934. The 
hotel was dilapidated, disused and abandoned due to a number of years 
of urban degeneration. Urban squatting took place within it for many years. 
It was later on sale in 2010 for the low-slung amount of R4.43-million. 
(Montgomery, 2010) This nine storey building, comprising of a number of 
rooms has lost its true market value and rental potential as a result of a 
number of contributing factors. These causes may be attributed to the 
above mentioned circumstances occurring in Port Elizabeth with the most 
heavily causative component being that of the construction of the Settlers 
Way Freeway on the doorstep of this building. Two other buildings sharing 
a similar plight are Lockhead House and Steve Biko House, both of which 
are on Strand Street. Lockhead House, a six storey building was for sale in 
2010 at R2.14 million and Steve Biko House a seven storey building at 
R5.6 million. (Heritage SA.com, 2010) These values are evidence that ur-
ban decay may result as a consequence of bad urban environments 
caused by a lack of care for urban public spaces as well as sensitivity to 
physical structures that influence market forces. 





Donkin row houses  (www.septua.co.za , 2014) 
Campanile Hotel   (www.skyscrapercity.com, 2013) 
The Friendly Stranger Café (www.googleearth.com, 2014) 
Photographs showing the difference in private investment initia-





4.3 Urban Renewal Projects 
 
As a result of the continued urban decay in the inner city of Port Elizabeth 
a number of different initiatives have come about to curb this trend. These 
have been from both the private and public sectors and consist of busi-
nesses, recreational facilities, public open space and even new residential 
developments. 
4.3.1 Private Developments 
These private developments have mostly been initiated by private land 
owners, businessmen and entrepreneurs who have spotted a gap in the 
market or who have played the property market and demand to their ad-
vantage. These speculative projects have included restaurants, coffee 
shops, private housing, student housing and a microbrewery. The private 
housing developments were largely initiated by the property magnet Ken 
Denton who has recently renovated the Donkin Row houses. Although a 
very controversial redevelopment it is sure to attract potential renters and 
therefor improve the areas derelict character. (Montgomery, 2010)Noel 
Nyemba and Siviwe Kwatsha are two entrepreneurs who have also 
spotted gaps in the rental market and have converted the old Campanile 
Hotel (discussed earlier in this section) into newly renovated student ac-
commodation. They have also done the same to a few other building in 
and around Central. These buildings are now utilised whereas a few years 
ago they were derelict and decaying. This also brings much needed life to 
the inner city. The area now also enjoys a longer active period and new 
residents have bought about new opportunities for small businesses such 
as restaurants and laundry services (ru.ac.za, 2013). 
Another phenomenon of urban regeneration has occurred a few years ago 
in Stanley Street, Richmond Hill in a section of Central. Here a collection of 
developers and restaurant moguls established a small corridor of busi-
nesses comprising of a yoga school, estate agents, architects and other 
professionals offices as well as a number of restaurants and bars. This had 
a positive effect on the spatial and local economic situation of the area. 
In the Baakens River Valley another private development took place 
through the revamp of an old factory building, No. 1 Bridge Street. This 
now includes a number of offices including architects and graphic design-
ers as well as a microbrewery, coffee shops and restaurants. This has 
sparked new interest in the valley that adjoins the harbour and Central. 
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Map showing public redevelopment initia-




4.3.2 Public Developments 
Public revitalisation initiatives have largely been the responsibility of the 
Mandela Bay Development Agency. This body was established in 2003 
after research undertaken by the NMMM indicated that the greatest 
chance at reversing urban decay would be to establish a unit that would 
deal exclusively with urban projects within the area. 
"…is a special purpose development company which has become 
the driving force behind urban regeneration in Nelson Mandela 
Bay. […]While the MBDA falls under the local authority, it operates 
as a separate entity but works closely with the relevant Municipal 
Directorates.[…]The rationale for the establishment of the Agency 
in 2003 was to create a special-purpose vehicle that would reverse 
the trend of urban decay and bring people and business back into 
the inner city by leveraging existing assets." 
        (Mbda.co.za, 2014) 
The MBDA have been largely successful in their undertakings 
and implementation of projects within the CBD of Port Elizabeth. 
Their projects range from the redevelopment of streets to parks 
and public spaces. Significant buildings and natural corridors have 
also made up part of their mandate. These public amenities and 
facilities have had positive effects on the inner city and their self-
evaluation studies show that the area is now used more than it was 
in the past. These spaces and developments provide a much need-
ed sense of place for those who use the CBD. A few of these de-
velopments will be outlined as they have contributed much to the 
image of the inner city. (Mbda.co.za, 2014) 
 The renewal of Govan Mbeki Street provided a facelift for the main 
street of Port Elizabeth and improved overall perceptions of the area. 
 The Donkin Reserve was reimagined and converted into a used pub-
lic park that adjoins to the CBD and allows access to other areas of 
Central. 
 Route 67 is a new art and heritage route that involves significant 
buildings such as the newly renovated Athenaeum and other galler-
ies. 
 The Baakens River Precinct is currently in negotiation stages as the 
revitalisation of this green belt is envisioned. 
 The Waterfront is a much larger and later vision that the MBDA has 
for the redevelopment of the harbour area of the city. 
Images from top on overleaf: 
 
Govan Mbeki Street (www.portelizabethdailyphoto.com, 2013) 
Parliament Street  (www.beka.co.za, 2014) 
Donkin Reserve  (author, 2014) 
Chapel Street  (author, 2014) 
Athenaeum   (www.whatson.co.za, 2014) 




Powergram showing different professions involvement 





Although many initiatives have been performed to combat the inner city 
decay of Port Elizabeth it is evident that there is still much to be done. 
These piece-meal developments need a larger binding vision that collec-
tively allows for the city to grow as a coherent whole. 
The city will never reach its full potential if the reasons for urban decline 
are not investigated and understood. These include as previously men-
tioned mattes of the recent history of Apartheid and the tool of Modernist 
Planning that was used to enforce this rule. In addition the obdurate infra-
structure left behind by this regime are thorns in the side of the city of Port 
Elizabeth and are hampering much needed redevelopment and growth. 
Stated plainly the elephant in the [urban] room is the Settlers Way 
Freeway flyover. 
This piece of underutilised infrastructure stems from a time period where 
planners and engineers had little interest in the spatial qualities of the 
inner city and has thus led to decades of wasted opportunities and devel-
opments that did not occur in Port Elizabeth. Because of this single struc-
ture the city has missed out on countless opportunities to become one of 
the most beloved cities of South Africa. Port Elizabeth and its city cen-
tre have become unappreciated as the second oldest city in South Africa 
as a result of being hidden in the shadow of the flyovers. 
It might seem too large a task and extremely expensive, but through the 
analysis in the next section it will become clear that it is not impossible 
and rather essential. What is needed is a broad and idealistic vision to de-
molish the freeway while still realising the effort and perseverance needed 
to realise this. This should be the goal for the city of Port Elizabeth irre-
spective of political terms of leadership, alliances, personal preferences 
and differences. 






Settlers Way cutting between the city and port 








Since the construction of the freeway flyovers through the Central Business 
District of Port Elizabeth in the 1960s the inner city has slowly been decay-
ing. This is in part a result of the effect that large infrastructure has on sur-
rounding space. As international precedents suggest, these leftover spaces 
under freeways are more often than not underutilised and disused or der-
elict. 
Society is scared to break down infrastructure especially in South Africa 
where we have only recently started to provide the much needed ground-
work to those who previously did not have these services. However, it is 
important to differentiate between infrastructure that serves and infra-
structure that spatially fragments a society and causes economic and 
physical decline. 
It can be argued that the freeways have benefitted those who pass through 
the city while suppressing those who find livelihood within it. The issue with 
freeway infrastructure built in the 1960s and 1970s comes from a number 
of factors. This brings to light a few key questions concerning the nature of 
freeways as infrastructure, and whether they contribute or hinder the city. 
These questions are as follows: 
 When does infrastructure become obdurate? 
 When does it reach its expected lifespan? 
 When does it become a hindrance to the growth of a city? 
 How does it impact on property values? 
PRESENT 
The following section will attempt to investigate some of these questions 
through a discussion and analysis of the particular context of Port Eliza-
beth. 
The economic decline of the inner city is partly as a result of the un-
pleasant public spaces resulting from the placement of the freeways. 
Image showing where this section 
fits into the argument 
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The Settlers Way freeway and its 





The freeway in Port Elizabeth cuts through the heart of the city sever-
ing it from its connection with the Port. This decline in quality of 
public space has an effect on whether or not people will want to spend 
time in a place. This in turn impacts on economic drivers of the CBD 
such as consumer patterns which then impacts on sales then rental 
and finally maintenance. This turns into a vicious cycle which re-
quires huge sums of capital investment from local and regional govern-
ment and other sources for “beautification” projects such as the regen-
eration projects mentioned in the previous section. Some of these 
have already been done in Govan Mbeki Street and have had a posi-
tive effect on the informal economy but ultimately have not solved the 
economic problem. 
5.2 Obduracy of Freeway Infrastructure 
 
The freeway was built on the premise that there would be an ever in-
creasing demand for road space as a result of an increasing car using 
populous. In Port Elizabeth there are large tracts of road reserves 
that line residential and commercial areas. These are disused and act 
as a buffers between areas. These tracts of land are a leftover spatial 
resultant of the over anticipation of future trends by the modernist plan-
ners of the city. 
Modernist planning has had some inaccurate and usually extreme 
predictions of future trends and capacity demands. These are quite 
evident in the monstrous seven-lane elevated highway that bypassed 
the city to the suburb of Summerstrand, a small sparsely populated 
affluent neighbourhood. 
The highway was designed and implemented for future car capacity 
predicted by traffic engineers. Multiple lanes, interchanges, road re-
serves and flyovers were built to service a supposed increase in traf-
fic. These predictions along with the city’s history with the car industry 
could be linked with the morphological growth of the city. As a result of 
these planning predictions and methods Port Elizabeth has turned into 
a sprawling metropolitan area, second in area only to Johannesburg in 
South Africa. This stands in stark contrast to the rational pedestrian 
based design of the old trade port beginnings of Port Elizabeth and 
Walmer as towns. 
It is now quite evident that these predictions, planning tools and irre-
versible morphological forms were unnecessary as the fear of conges-
tion and inadequate transport infrastructure predictions were inaccu-
rate. This can be said to be a failure on behalf of city planners and 
traffic engineers of the modernist era as the 10 minute city of the 
1970s has changed to the 15 minute city of today. Five decades of in-
creasing traffic has resulted in five minutes longer travel time within the 
city. Over engineering  and planning have therefore not  contributed to 
the city as a whole but rather impeded economic growth of certain key 
areas resulting in lost potential and growth in terms of wealth. 




Settlers Way freeway that  is being 
renovated and maintained 
(www.googleearth.com, 2013) 
Mount Road turn-off be-
ing maintained 
Flyover to the harbour 
Mount Road turn-off 




5.3 Technical Rationale: Expected Lifespan of 
Freeways 
 
The Port Elizabeth Freeway flyover bridges are constructed out of High 
Performance Concrete of a similar kind to those built in other locations in 
South Africa. They have also been engineered as Simple Span Concrete 
Tee Beam bridges and were built during the 1960s and 70s. (Norquist, 
1998) 
Investigation revealed that most bridges built during this time period used 
reinforced HPC with expansion joints and shifting disks that allow for the 
upper deck of the structure to move independently from the lower columns 
to prevent cracking and damage to the structure through movement. 
(Cusson, 2011) These bridges have a varying lifespan depending on 
deck designs and the strength of the concrete used as well as the thick-
ness of the concrete coverage over the reinforcing members within the 
structure as well as the environmental conditions within which they need to 
function. A freeway of this kind will start its life cycle as follows: 
 
The freeway is constructed and completed with a deck. The assumption is 
then that if a bridge has conventional joints it will need a deck replace-
ment every 30 years. Between these 30 year periods a deck resurfacing 
will be required every 15 years with maintenance taking place every 5 
years. (Keoleian et al, 2005) It was found that these concrete flyover free-
ways have “…service lives ranging from 20 years to 70…”.(Cusson, 2011) 
The freeways in Port Elizabeth were found to be rather old in that respect 
being 51 years of age this year. Since construction they have had multiple 
re-decking and spalling maintenance projects performed over the years. 
(Africoast.com, 2000) 
 
"Comprehensive inspections and corrosion diagnostic testing to the 
37 year old Settlers Freeway bridge interchanges for the City of 
Port Elizabeth revealed widespread corrosion and spalling of rein-
forcing steel is occurring. A medium to long term maintenance and 
rehabilitation programme was developed for implementation." 
       (Africoast.com, 2000) 
The Afri-coast Engineers portfolio claims to have performed maintenance 
and rehabilitation on the said freeway in 2000, proving the current age of 
the freeways to date to be 51 years of age. If this is the case, the freeway 
flyovers in Port Elizabeth should have experienced multiple maintenance 
procedures (10 since 1963), 3 resurfacing operations and 1 deck replace-
ment. This also means that the freeways are nearing their second deck 
replacement operation. 
It is difficult to judge the costs of these types of operations as the scale of 
these kinds of freeways vary and prices differ globally and inflation also 
occurs over time. Therefore these costs will not be investigated in this pro-
ject. The aim is strictly to determine the functional lifespan of a structure 
such as this. 
The former mayor of Milwaukee, John Norquist noted that “[m]uch of the 
U.S. interstate system is reaching the end of its design life.” (Norquist, 
1998) He was a key player in demolition of the Park East Freeway in Mil-
waukee city in the U.S. He structured an economic argument comparing 
the functional lifespan of the freeway to the amounting maintenance costs 
over a period of years. This finally led to the demolition and redevelopment 
in an area which had formerly been dominated by costly obdurate infra-
structure. 
"A lot of freeways are headed beyond their design life, so they have 
to be rebuilt. You can’t just resurface them again. It’s cheaper to 
just tear it down and replace it with a surface street, so you win the 
cost argument by comparing it with rebuilding the freeway." 
      (Norquist in www.grist.org, 2012) 
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Views of spatial condition created by flyovers 





5.4 Economic Rationale: Impact of Obsoles-
cence on Property Values 
 
The impact that these flyover freeways have on property can be explained 
through economic obsolescence and functional obsolescence. The defini-
tion of obsolescence in this case would pertain to the “process of passing 
out of use or usefulness or becoming obsolete” (Hulsey, 2008). Economic 
obsolescence is the loss of value from external factors occurring outside 
of the property itself. The flyovers built in the middle of a bustling CBD are 
an example of this occurring. They have caused unpleasant noise, smell, 
pollution as well as unusable and poor quality public space. This has nega-
tively impacted on the surrounding buildings in terms of use and mainte-
nance. This has made it very difficult for business owners to keep their 
customers and clients as externalities cannot be controlled by them. 
“…economic obsolescence issue is beyond the property owner’s 
control which can make it almost impossible to “cure” the economic 
obsolescence issue.” 
         (Hulsey, 2008) 
Furthermore, economic obsolescence has caused functional obsoles-
cence of the buildings and areas adjacent to them. Functional obsoles-
cence is the loss of value of property through internal causes in the prop-
erty itself. These exclude physical deterioration. An example of this would 
be faulty building design and poorly arranged floor plans. The property 
then partially loses its functionality and what it is intended to be used for.  
“This describes a type of depreciation that applies when a building 
has a relative loss of utility. Loss of Utility would be defined as 
some feature on, or in a building that is not as useful as the cost 
would suggest.” 
         (Hulsey, 2008) 
This can be seen in the many residential and office buildings as well as the 
Campanile Hotel that used to have a view over the harbour but as a result 
of the freeways now do not have this feature. Many of these buildings were 
designed to have views for visitors and tourists over the bay as well as en-
trances off Strand Street now eclipsed by the flyovers. These considera-
tions originally formed part of the overall building design as it responds to 
streets, views and access. The building entrances and views now face on-
to the underside of the freeway which is not pleasant for residents or 
tourists. The alteration or contradiction of these design decisions through 
the impact that the freeway can be said to be an example of how econom-
ic obsolescence can impact and cause functional obsolescence. 
“The main objection to the Freeway is visual and environmental 
intrusion and its negative influence on property values in Strand 
Street and the adjacent CBD.” 
         (MBDA Report, 2014) 
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5.4.1 Rental rates 
According to the MBDAs 2014 report rental rates in the CBD of Port Eliza-
beth have declined in recent years and in spite of regenerative projects 
such as the Govan Mbeki Street upgrade are still low. This might indicate 
that piece-meal projects such as this have not influenced the perception 
of the area to potential businesses and as a result the local economy con-
tinues to suffer. It is arguable that the image of Central is associated with 
dirt, crime and lower income shopping facilities and that this is reinforced 
by the unpleasant nature of the streets and public spaces as a result of the 
dominance of the freeway over the city. Average rental rates for Central, 
based on the survey sample, declined by 11.3% between 2011 and 2013, 
equating to an average annual decline of 5.8% per year over the period. 
The average 2013 commercial rental rate of R 103.61 per m2 is the sec-
ond lowest over the recorded period (2009 – 2011; 2013) as well as be-
ing below the 2009 figure (R 111.85). The 2013 commercial rental rate is 
however in line with the historical average of R 102.17 over the recorded 
period (2009-2011, 2013).(MBDA, 2014) 
The potential demolition of the flyovers will positively affect the property 
market of Central especially the properties facing onto Strand Street above 
which the freeway currently sits. The increased value of properties as a 
result of the demolition of the freeway flyovers will result in rates increas-
es for the NMMM. This needs to be taken into account as rental prices will 
rise and owners will regain not only sales prices of buildings but also po-
tential rental rates. (MBDA Report, 2014) 
5.4.2 Office Vacancy Rates 
The South African Property Owners Associations 2014 report on office va-
cancy compares Central’s office vacancy to those of other commercial and 
economic hubs in Port Elizabeth such as Green acres, Newton Park and 
Walmer. It is interesting to note that for B-grade office space, the price per 
meter squared in Central is R81 which is the highest but remains competi-
tive with the other rates of Greenacres (R80/m²), Newton Park (R75/m²) 
and Walmer (R70/m²). However, there seems to be a lack of choice in 
office rental type in Central as the only option is B-grade office space. 
Even though the area has the least total amount of lettable office space, it 
also has the highest vacancy rate at 31.1%.  This is further evidence that 
Central is not a desired location for business and trade. Once again this 
may be attributed to the areas lack of good public space, streets and con-
nectivity with other areas of the city. These are impeded by the mono-








5.5 Social Rationale: User Groups 
As per info gathered from the MBDA Report of 2014 the following are the 
daily vehicle volumes on main roads through Port Elizabeth’s CBD: 
 
Settlers Way (freeway)     48000 
Strand Street (underneath freeway)  14000 
Govan Mbeki North (main road)   17000 
Govan Mbeki South (main road)   7000 
 
At first glance it seems clear that the freeway is relatively well utilised as it 
far exceeds the other streets in terms of vehicle usage per day. When fur-
ther investigation is done and user groups and numbers are taken into 
account the focus shifts. The user group of Strand Street is far larger than 
that of Settlers Way. This can be said because the users of Settlers Way 
are predominantly locals who are moving to and from work and who live in 
suburbs such as Walmer and Summerstrand. This group is characterised 
by their economic ability to afford private vehicles and can therefore be 
placed in a general middle to high income brackets. 
The other user group of the freeways are visitors and tourists who are lead 
straight past the CDB when travelling on the M4. These users simply by-
pass the CBD on route to their destination. In contrast to this the user 
group of Strand Street consists mostly of people travelling to town for work 
or shopping purposes. Strand Street gets used predominantly by taxis 
and busses as the Algoa Bus Company have their main station under-
neath Market Square leading on to Strand Street.  Adjacent to the bus sta-
tion is Port Elizabeth’s main train station which is a gateway to the city 
mainly for people who move to and from the city’s hinterland of Uitenhage 
and Dispatch. It is because of this that taxis make use of the opportunity to 
transport people to and from other parts of town to this busy informal 
transport zone. 
Road      Vehicle numbers 
When taking into account that Strand Street is made use of primarily by 
taxis and busses one can roughly determine how many people are trans-
ported daily along this route. A single taxi has the capacity of 15 people 
(Toyota Sesfikile) whereas the typical bus as used by Algoa Bus Company 
(M.A.N. Explorer bus) seats approximately 65 passengers. When consider-
ing that the majority of vehicles on Strand Street are either busses or tax-
ies, even when not loaded to capacity, the number of users far exceeds 
the user group of those vehicles travelling on Settlers Way. This is 
because private vehicles tend to carry an average load of 2 persons. It is 
clear that the categorical analysis of user groups can influence the percep-
tion of user numbers of the different streets. The graphic refers (overleaf) 
to the number of vehicles and users per street per day. Even though these 
numbers are based on averages and not specific user count it can be de-
ducted from vehicle type, capacity and street used which is the more uti-
lised path. 
          (MBDA, 2014) 
When considering the number of people instead of the number of vehicles, 
it is clear that Strand Street below the Settlers Way (the freeway) is 
used much more than the freeway. The freeway infrastructure overshad-
ows Strand Street and causes it to be less appealing because of the noise, 
pollution, lack of sunlight and ventilation caused by this piece of infrastruc-
ture. This is despite the fact that the freeway serves far less people daily. 
This indicates the social obduracy of the freeway.    
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Image showing street user 
groups in the inner city 
(MBDA Report, 2014) 
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5.6 Alternative routes 
 
Alternative routes to the more affluent neighbourhoods of Humewood and 
Summerstrand that do not hinder the CBD of Port Elizabeth are already in 
place and will not be affected by the traffic congestion. This is because the 
dispersal of traffic flows over a number of routes instead of one single 
route in combination with multiple entrances (connectivity) to an area 
serves to minimise congestion. In contrast to this the current funnelling of 
traffic along the freeway is more prone to congestion as all vehicles on 
route on this single transit artery may be congested by a single accident or 
blockage event. This is how the current highway functions. This relates to 
the idea that more vehicles may pass to or from an area when using multi-
ple routes. This might be compared to a capillary system that still allows 
flow even when a section gets blocked rather than a single artery that 
stops flow indefinitely when blocked. Traffic is therefore no longer si-
phoned but rather disperses like a watering can. 
Similarly more vehicles may be able to pass from point to point in the same 
amount of time when traveling slower and in closer proximity to one anoth-
er (bumper to bumper) than would when travelling faster and in a spread 
out manner. This is how a well-planned boulevard at grade level may oper-
ate. 
Walmer Boulevard, Marine Drive, Beach Drive and an improved Strand 
Street would comprise part of this “capillary” system that flows to and from 
Humewood, Summerstrand and other areas from the CBD. These un-
derutilised alternative routes may also benefit from the added activity and 
the organic formation of new nodes and corridors may follow. 
Alternative routes to the inner city of Port Elizabeth 
(author, 2014) 
 
Graph showing user groups travelling 
to the inner city of Port Elizabeth 





Image showing ideology of future 
transportation mechanisms in 




5.7 Traffic Congestion Alternatives 
 
This portion discusses the alternatives that may be implemented to control 
the possible complications, if any, that might arise from the demolition of 
the freeway flyovers in Port Elizabeth. It is important to explore these alter-
natives even though the flyovers are underutilised as discussed previously 
in this document. These alternatives are derived from international prece-
dents that have been or are currently being implemented. 
5.7.1 Tunnels 
This option carries traffic underground via tunnel systems with the aim to 
bypass the CBD of a city. The Central Artery Project in Boston or the 
‘Boston Big Dig” is an example of this alternative. It is a very effective but 
costly option for through flow traffic in a heavily urbanised or densely built 
area. This may only  be an option if the city or CBD is not decaying. How-
ever it is a viable option if the city suffers from chronic congestion that 
hampers activities within it. This is clearly not the case with Central as it is 
no longer economically dominant hence the projects aim to redevelop and 
revitalise the area. A tunnel will perform the same function as the flyovers 
currently do. 
5.7.2 Traffic Control Systems 
These consist of an array of systems that analyse and predict traffic flow 
through complex computerised mechanisms. This active system is inte-
grated with passive systems consisting of one-ways, traffic calming mech-
anisms, pedestrian zones and alternatively surfaced roads to control traffic 
flows within the city. This approach may be used in combination with a ro-
bust grid in Port Elizabeth. 
5.7.3 Ban of Private Vehicles 
The ban or reduction of private vehicles commonly carrying single persons 
may also improve traffic flow. This may be done through providing less 
parking in the inner city where there are already unused parking garages. 
“Surveys of the use of the 1 400 on-street parking bays available to 
the public (712 metered bays and 688 free bays) showed that the 
highest occupancy of bays was between 10:00 and 11:00 on a typi-
cal weekday. However, the average occupancy of all on-street bays 
during this time was only 54%.” 
        (MBDA, 2014) 
 
This is another example of the city’s overprovision of infrastructure for mi-
nor needs. Realistically parking is of less concern than the activities 
that take place within a city and the character that draws potential consum-
ers and investment to it. 
Increased parking tariffs may also aid in the lessening of private vehicles. 
However if this is done, it needs to be complimented with an efficient and 
reliable as well as affordable public transport system for users as an alter-
native means to enter the inner city areas. 
5.7.4 Efficient Public Transport 
Currently the inner city is serviced by an array of public transport systems. 
These include taxis, the Algoa Bus Service and the newly developed Inte-
grated Public Transportation System (IPTS) Libongolethu Bus Service. 
The Algoa Bus Service is a long distance and localised service whereas 
the Libongolethu Busses are a less extensive services. This system will 
make use of the portions of Govan Mbeki that comprise of designated bus 
lanes to improve traffic flow and congestion. The taxi services currently 
use the Griffin Street and Norwich ranks which front onto Strand Street. 
When these reach capacity during peak afternoon periods the taxis spill 
into Strand Streets disused areas. If the flyovers were to be demolished a 
more integrated and extensive public transport model will need to be de-
veloped even though initial steps have been taken. Non-Motorised 
Transport infrastructure and use such as bicycle/skateboards routes, pe-
destrian walkways and other alternatives also need to be taken into ac-
count as viable options. 
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5.7.5 Robust Grid 
A fully integrated grid system that directs flows to and from the city cen-
tre in a manner that allows for access and choice of route will be able to 
handle large traffic flows. Currently the flyovers only allow for minimal ac-
cess points though providing connectivity. The freeway currently comprises 
of a few intersections that force longer travel times and routes for users as 
well as back tracking trips when a user has missed a turn off. A robust grid 
is therefore necessary for traffic dispersal and choice of destination. 
A combination of a more efficient traffic control system, less private vehi-
cles, better public transport and a robust transportation street grid is most 
likely the best for Port Elizabeth’s situation as other options would be ex-
pensive and unrealistic within the context. 




Image showing street grid overlay 




5.8 The City Grid 
 
The traditional idea of a robust grid or many alternative routes that are 
interconnected such as the one that Port Elizabeth and Walmer were origi-
nally based on may provide much needed connectivity between areas. 
Choice, access and opportunity are other principles that may result from 
such a development. Examples of this in theory exist in the practical city 
layouts done via the Law of the Indies (1573) and in prominent examples 
such as the Barcelona Grid in Eixample established by Lidefonce Cardá. 
Other such grids exist in Philidelphia, Manhatten and Mexico City, Mexico. 
Another leading urban thinker, Christopher Alexander, explain this method 
of city making in his writing entitled The City is Not a Tree. In this writing 
he explains that the city is complex in its structure and should not be con-
nected in a “tree-like” manner. Rather it should take on the pattern of a 






5.9 Case studies 
 
Internationally there have been a number of precedents that involved the 
demolition of freeways that cut across and divide cities. With the exception 
of a few cases, such as Portland’s Harbour Drive, most of these have all 
taken place within the past two decades. These projects have largely 
proved to be hugely successful as urban renewal projects as they affect 
not only the local context but also the immediate surrounds and ultimately 
the area and region. This ripple effect may positively affect a city indefinite-
ly if done correctly. The following is a list of case studies: 
 The Gardiner Expressway – Toronto, Canada 
 The Central Freeway – San Francsisco, USA 
 The Embarcadero – San Francsisco, USA 
 Harbour Drive – Portland, USA 
 Central Artery – Boston, USA 
 Riverfront Parkway – Chattanooga, USA 
 Park East Freeway – Milwaukee, USA 
 Route 29 - Trenton, USA 
 Alaskan Way – Seattle, USA (underway) 
 I-345, Dallas – USA (underway) 
 Cheonggyecheon Expressway - Seoul, Korea 
 Madrid, Rio – Madrid, Spain 
A few case studies will be discussed briefly to give an idea of how this kind 
of project has been handled in similar urban contexts around the world. 
These will investigate other projects in cities with similarities to Port Eliza-
beth in terms of urban context, economic redevelopment and the reestab-
lishment of environmental balance. Within each of the projects discussed it 
is also important to note the incrementality, scale and method employed 
throughout process. 





Embarcadero Freeway in San Francisco 
before and after demolition 
(www.prologispier1.com, 2014) 
Axis with the Ferry building 
(www.seattletransitblog.com, 2009)  
(www.upload.wikimedia.org by JaGa, 2008) 
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5.9.1 Urban Context Similarity: Embarcadero Freeway, 
San Francisco, CA, USA 
 
This case study was selected as it may inform the project with regards to 
its contextual similarities and urban place making and revitalisation poten-
tial. 
 
The Embarcadero Freeway in San Francisco shared many similarities 
with the Setters Way Freeway in Port Elizabeth. The Embarcadero Free-
way consisted of an elevated highway deck which caused “…a physical 
and visual barrier between downtown and the waterfront.” (Seattle Urban 
Mobility Plan, 2008) It also disjointed urban spaces as it caused historically 
significant buildings such as the ferry building to be left in undignified spac-
es causing them to become disused and underappreciated. The ferry 
building in San Francisco also boasts a spire much like the Campanile in 
Port Elizabeth. The ferry building and spire which historically acted as a 
landmark in the city were also lost to the public view before the demolition 
of the freeway. The Campanile in Port Elizabeth currently suffers a similar 
plight. Also, correspondingly both the Settlers Way and Embarcadero 
Freeway exist in areas that feature a ferry terminal, had historic streetcar 
lines, are within walking distance of major tourist attractions, and are near 
areas undergoing urban redevelopment. (Seattle Urban Mobility Plan, 
2008) 
 
In the wake of the 1989 earthquake that damaged the freeway and the 
redevelopment of the area, a number of positive developments took place. 
These included the release of land for development of new residential are-
as as well as civic facilities and new tourist attractions. 
 
“…whole new neighbourhoods were established in adjacent areas, 
major new civic amenities and tourist attractions were opened in 
the path of the former freeway, and existing tourist destinations that 
had relied on the freeway for automobile access remained major 
destinations.” 
     (Seattle Urban Mobility Plan, 2008) 
 
The tourist industry also grew as people became aware of the city’s jewels 
in terms of public spaces and buildings that had previously been hidden 
by the freeway. 
 
“…San Francisco’s tourism industry grew impressively in the years 
following removal of the freeway and reclamation of the downtown 
waterfront. Between 1995 and 2000, visitor spending citywide in-
creased 39%.” 
     (Seattle Urban Mobility Plan, 2008) 
 
The absorption of traffic congestion through alternative routes also 
steadily took place as people realised that there were multiple routes to 
take when travelling from point to point in the city, many of which are short-
er now that the freeway has been removed. This means that there are few-
er closed loop systems of traffic flow which now enables choice in move-
ment. 
 
“While post-closure counts indicate that remaining traffic was dis-
placed onto alternate routes to and from the Bay Bridge, it appears 
to have been successfully absorbed, as levels of service were not 
substantially degraded.” 
     (Seattle Urban Mobility Plan, 2008) 
 
The positioning of the freeway in Port Elizabeth separating the CBD from 
the Port is similar to that of San Francisco and may aid in informing further 
developments in planning and considerations to be taken in such a project. 
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Embarcadero Freeway in San Francis-
co before and after demolition 
(www.googleearth.com, 2014) 
Park East freeway area 
2014 




5.9.2 Economic Redevelopment: Park East Freeway 
Milwaukee, Wisconsin, USA 
 
This case study was chosen as it may inform this project in terms of spatial 
economic decisions, trade-offs and feasibility. 
 
The Milwaukee Park East Freeway divided the northern part of the down-
town from the central city and created “… both a visual and a physical bar-
rier and lowering property values on the surrounding land.” After the demo-
lition of the freeway large tracts of land were freed for development. 
This redevelopment area has created three new neighbourhoods and in 
2007 five investment projects totalling $340 million were either approved or 
in the process of review. 
 
“…28 traditional city blocks on 64 acres [and] some previously di-
vided streets have been reconnected…” 
      
     (Seattle Urban Mobility Plan, 2008) 
 
This case study of the demolition of the Milwaukee Park East Freeway 
proves that an average increase of property values occurs after such a 
project has been completed. Since the demolition of the flyover and rede-
velopment of the road into a boulevard, large corporate businesses such 
as the Fortune-500 Manpower Corporation have moved there headquar-
ters to the area. Multiple mixed use developments have also settled in the 
area and started to give life to an area that was previously undervalued. 
(www.cnu.org, 2011) These interested parties and the investment of pri-
vate money have turned the area around. 
 
Between 2001 and 2006, the average assessed land values per 
acre in the footprint of the Park East Freeway grew by over 180% 
and average assessed land values in the Park East Tax Increment 
District grew by 45% between 2001 and 2006. This growth is much 
higher than the citywide increase of 25% experienced during the 
same time period. 
        (www.cnu.org, 2011) 
It must be mentioned that the decision to demolish and redevelop the area 
was a strong political decision that was intended to leave a long term 
legacy to the benefit of the areas future through reinvestment into previ-
ously underutilised sections of the city. The elimination of the expressway 
in this case specifically encouraged development and raised land prices 
through reconnecting areas of the city whereby access and investment 
were stimulated. 
 
The land area that may potentially be released by the demolition of the 
freeway in Port Elizabeth may take cues from the developmental pattern 
that took place in Milwaukee as a spatial economic model for regeneration 




Madrid Rio river rehabilitation & 
freeway removal project 
(www.healthcity.2013.be, 2013) 





5.9.3 Reestablishment of environmental balance: Ma-
drid Rio Project, Madrid, Spain 
 
This case study was chosen to inform the project with regard to the devel-
opment and strategic location of green connections throughout and urban 
context. 
The Madrid Rio Project is more a river and environmental regeneration 
project than a freeway demolition project even though the existing freeway 
was redirected underground.  It is the largest urban infrastructure project 
that Europe has experienced in recent history. (Hernando & Corkery, 
2012) The project involved the rehabilitation of a 10 kilometre stretch of 
river within an urban context whereby it gave back forgotten public spac-
es, new amenities and a promenade alongside the river to the residents of 
Madrid.  
This project was a large scale capital investment into a concentrated 
area of the city. Through its implementation a hierarchy of spaces was cre-
ated in the city which dictates the importance of certain spaces over oth-
ers. This ensures that spaces have different uses and in so doing do not 
directly compete with one another. The river promenade therefore be-
comes important in its own right as a transition space as well as a destina-
tion at certain points. The massive capital expenditure for such a project 
may be justified as it not only provides a renewed “landmark” for the city 
but also provides spaces as would be used in the “ordinary city” for resi-
dents. The Cheonggyecheon Freeway in Seoul, Korea is similar in nature. 
“Madrid City Council launched a plan to reclaim the Manzanares River, 
restoring the surrounding natural habitat for residents to enjoy.” 
        (Hernando & Corkery, 2012) 
The Madrid Rio Project has also renewed and improved the existing river 
system that flows through the city by the rehabilitation of vast areas of river 
bed. These areas have been changed into planted walkways, paths, a 
promenade and cycle routes. The project extent has been planted with a 
total of 26 260 trees and other vegetation. In addition to this “…[t]wo skate-
board areas, climbing wall, soccer pitches and basketball courts 
…” (Hernando & Corkery, 2012)have been constructed for recreational 
purposes. 
This project may inform the potential of the Baakens River Valley Pre-
cinct in Port Elizabeth as a natural river system flowing through an urban 
area which can create a meeting place between nature and infrastructure.  
5.9.4 Conclusion 
These case studies have been evaluated along with one or two others to 
determine which would be most suitable to take clues from in terms of prin-
ciples and set concerns. These have been complied into tables that rank 
the developments in their suitability as precedents for the Port Elizabeth 
Freeway Project. The top examples are the Park East Freeway in Milwau-
kee and the Embarcadero Freeway in San Francisco. These two cases 
both delivered high returns in terms of efficiency, effectively, cost and ben-
efit.   
The case studies aimed to illustrate the possibility for a project of this kind 
to be performed and yield positive results in spite of the perceived diffi-
culties associated with such a massive undertaking. They also reveal 
that a project of this nature may prove realistic and beneficial for growth in 
urban centres that have or are experiencing urban decay as a direct result 
of obdurate or underutilised infrastructure. It is also evident that alternative 
solutions may be found to smooth traffic congestion in city centres. 
Although these kinds of catalytic projects are possible, it is important to 
realise the extent of the complexity of such a project that needs to be navi-
gated through in order to perform such a task. The buy-in from all parties, 
commitment and perseverance are key to success. The next section will 











From these technical, economic and social rationale investigations relating 
to the obduracy and possible demolition of the Settlers Way freeway it is 
clear to see that there are unlikely to be any negative impacts if the free-
way was removed and replaced by a robust a well-considered street net-
work. Rather there would be a number of potential positive develop-
ments and spin-offs from such a catalytic intervention resulting in the 
eventual rejuvenation of the inner city of Port Elizabeth. Some of these 
benefits as discussed in this section may occur in the form of social, eco-
nomic and spatial renewal to reintegrate the heart of the city with the other 
parts that form the Mandela Bay Metro. 
The  table (left) comparing the different case studies indicates that the  Mil-
waukee case was the most successful in the categories listed. Therefore if 
the Settlers Way freeway is to be demolished cues from this development 









A project of this kind consists of multiple complexities. The demolition of a 
flyover freeway involves many factors and considerations on all levels. 
This is because a massive infrastructural removal project of this nature 
would affect the lives of countless residents within the city as well as 
change the perception of the city as a whole. Before considering the social 
and spatial implications, there are a number of other administrative af-
fairs that need to be taken into account and navigated. These are the 
acknowledgement of all stakeholders, the ownership of the land the infra-
structure besets both on and around, regulations that come into force be-
fore, after and during the process, contract agreements and trade-offs that 
make the process legal and profitable and the actual funding process of 
the project. A management plan and progressive developmental approach 
for future developments in an incremental manner is also necessary to 
consider. 
Image showing where this section 
fits into the argument 





Image showing current zoning 
in the inner city and port area 
(author, 2014) 




6.2 List of Stakeholders 
 
Stakeholders occur at different levels and have very different interests con-
cerning the project. These parties will often have clashing views and sug-
gestions regarding the potential proceeding or halting of the process of the 
project. Ulterior motives, financial benefits and status are also to be 
expected in this type of development. A thorough public participation pro-
cess is therefore also needed at the appropriate time to inform and take 
into account the opinion of various parties before further effort is spent. 
This process will not be discussed fully within this project. The following 
are a list of potential stakeholders and their involvement with the project. 
6.2.1 Government Structures 
 
Governmental departments at all levels would be involved in such a pro-
cess as approval and other national agendas and mandates need to be 
taken into account. Developmental strategies such as the National Devel-
opment Plan, Integrated Development Plan and others need to be taken 
into account .Public land owners such as Transnet are also implicated. The 
power of political will is also an important factor and without it the project 
might never materialise. A catalytic project such as this with all the poten-
tial benefits although being risky may provide a political showcasing spec-
tacle when successful and therefore lead to an increased number of votes 
for the political party involved. The following are a list of the departments 
that need to be involved: 
 National Government 
 Department of Public Enterprises 
 Provincial Government 
 Transnet 
6.2.2 Municipal Departments 
 
Municipal departments and other affiliated agencies and partnerships that 
have been delegated power within the area are also to be involved. The 
municipality has a set of developmental plans such as a Spatial Develop-
ment Framework, Local Area Plans, Zoning Schemes, Land Use Plans, 
Policies and other strategic developments that need to be taken into ac-
count. The affiliated bodies would also have prepared documentation and 
research relating to their mandated projects. These documents are not on-
ly legally binding but also informative to further the progression of the pro-
ject. They also aid in statutory bodies buy-in potential when abided by. In 
this project these public representative bodies consist of: 
 Nelson Mandela Metropolitan Municipality 
 Mandela Bay Development Agency 
6.2.3 Transportation Systems 
 
As this project deals directly with transportation issue and the resulting 
consequences of the removal of the freeway, parties that are involved or 
affected need to be taken into account. These range from government de-
partments to parastatals and private vehicle owners. The immediate im-
pact on traffic routes and potential temporary congestion might affect these 
parties and all round understanding needs to be reached. These parties 
include: 
 Department of Transport 
 National Ports Authority 
 Algoa Bus Corporation 
 Taxi Associations 
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The demolition of the freeway would affect the general public greatest of 
all. This is because decisions will be made regarding this development that 
might not involve the public directly. It is important to realise that the demo-
lition might cause some shock to the population of the city. It would indefi-
nitely change the functional and future developmental potential of the 
city and in so doing affect the perception of the residents and tourists 
alike. This would in turn have an effect on the liveability and economic situ-
ation of the city and the region. 
6.3 Ownership 
 
The issue of ownership is beneficial for the success of the project. Owner-
ship in this project relates more to the physical tenure of land rather than 
perceived ownership of territory. The area that the freeway currently ham-
pers is owned by multiple owners both public and private. This area is 
also divided into several land parcels belonging to different parties. These 
plots all have different rights according to the zoning scheme. 
Buildings and businesses adjacent to the freeway are owned by private 
individuals and shareholders. Ownership issues will also not be limited to 
the boundary of the actual area affected by demolition or construction but 
also the surrounding area. This is because businesses and residents in the 
immediate surrounds may be affected by the projects implementation and 
future consequential factors. These owners may experience discomfort in 
terms of the actual physical development through loss of business, dust, 
noise and potential unusability of premises to an extent. These owners will 
have to be compensated for this. 
This having been said, these privately owned properties will be negatively 
affected for a short period of time while benefiting immensely through the 
development in the future. Land magnets who own portfolios of property in 
Strand Street such as Mr. Ken Denton may find it to their advantage to co-
operate with the project program. These properties may re-gain competi-
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tive sales prices as a result of redevelopment and their already prime loca-
tion. This was illustrated previously in the case study of the Park East 
Freeway in Milwaukee. 
The issue of ownership which relates to new land parcels that will be 
bought, redeveloped and sold is a complicated matter as new land will be 
made available through the demolition process. This means that new plots 
need to be laid out for future development. 
6.4 Negotiations 
 
The negotiation process involves the above mentioned stakeholders as 
well as regulations and economic factors. This section will attempt to ex-
plain a possible route of negotiation through these obstacles to facilitate 
this catalytic project of the demolition of the freeway and the redevelop-
ment of the inner city. 
The flyover freeway is graded as a Class 1 route and falls under metropol-
itan responsibility and maintenance as the name M4 would suggest. This 
means that if it was owned by SANRAL it would be difficult to negotiate. 
Fortunately the actual flyover is owned by the NMMM as is the road 
(Strand Street) and road reserve below it. This makes it easier for the mu-
nicipality to subdivide and rezone their own property as costs are not 
incurred and disputes concerning rights will not occur. The municipality is 
also able to allocate the appropriate land parcel sizes, rights and bulk to 
these plots for the successful redevelopment of the area. Before the mu-
nicipality can sell these plots the MFMA No. 56 of 2003, Disposal of Capi-
tal Assets regulation needs to be considered as this concerns the legiti-
mate manner as to go about selling off public land. 
Other land parcels owned by the state and various parastatals such as 
Transnet and SANRAL also need to be negotiated for redevelopment in 
this project. These statutory bodies are notoriously difficult to bargain and 
negotiate with. For this project it is necessary to deal with the National 
Ports Authority, a subsidiary of Transnet as the Port Elizabeth harbour is 
classified as a Port. This means that all negotiation in terms of develop-
ment on harbour land owned by Transnet will have to be done through the 
NPA. This is as per regulation in the National Ports Act No. 12 of 2005. 
The NPA have on previous occasions engaged in negotiations with firms 
such as Tsogo Sun and Southern Ports Development with regards to a 
potential waterfront development. Such negotiations consist of contracts 
and management plans which are agreed upon. These negotiations have 
not delivered results as of yet. 
Earlier this year (2014) negotiations and tenders were prepared for the 
possible redevelopment of the Baaken River Precinct. This was a project 
initiated by the MBDA in conjunction with the NMMM and Transnet. This 
development included an area of land earmarked for redevelopment and 
owned by Transnet. This specific land parcel surrounds the mouth of the 
Baakens River that flows into the harbour and includes the historic docking 
area for ships. This space is currently used by recreational boatmen, the 
Port Elizabeth Yacht Club, boat repairs workshops and fresh fish sale. It 
consists of multiple plots previously zoned by the municipality as 
‘Transport 1’ and ‘Special Purposes’ according to the SATSA Act No.9 of 
1989 amended by the SATSA Act No. 43 of 1995. 
This project ambitions to negotiate this specific land area in the same 
manner as has been done but instead to use it as a catalytic starting 
point for the redevelopment of Central and the partial subsidisation of 
the demolition of the freeway. The next section will explain the potential 
financing and planning with developers and other authorities to legitimise 








The funding of the demolition of the highway will be done via a complex 
succession of trade-off deals and negotiations between the municipality, 
MBDA and Transnet. The Transnet land area that has been mentioned 
previously will be used for initial development that will potentially act to en-
courage further development of the long awaited Port Elizabeth Water-
front. In addition the developers would need to formulate a budgetary 
plan to account for the partial subsidisation of the highway demoli-
tion. This will play a role in a larger urban structure plan for the larger Cen-
tral area. 
Potential developers interested in the development rights will have to bar-
gain a contractual deal with the NPA under Transnet in order to lease 
this specific area for development. Transnet’s minimal lease time period is 
thirty years and would most probably be extended significantly in order to 
make the development feasible. 
This development would be the first part of a succession of develop-
ments that would incentivise capital urban regeneration with additional de-
velopmental rights such as increased bulk. In this case the partial subsidi-
sation of the highway demolition may be agreed upon to be a set percent-
age of the total cost. 
These developments would then have to be incorporated into the Spatial 
Development Framework by the municipality. These developments would 
also have to be given rights as a liveable area or “township” and plots will 
have to be subdivided and rezoned as it is currently zoned as Transport 1 
and Special Purposes. The municipality would then have to comply with 
the agreement by granting additional rights within the rezoning of the land 
area to facilitate added bulk and Floor Area Ratios for the development. 
This would in turn offset the cost of the demolition for the developer as 
they are able to get more rentals from added development. 
As mentioned before this development will provide for a percentage of the 
demolition costs. The rest may be financed by Provincial or National Gov-
ernment by means of National Infrastructure Grants or Municipal Infra-
structure Grants. These are aimed at local economic upliftment of commu-
nities and the development of transportation dynamics in urban areas. It is 
also important to secure government and political buy-in through com-
prehensive development and management plans for the project. 
This cross subsidisation model will facilitate the provision of funding for 
demolish and develop relationships between the stakeholders through co-
operation. This project is unquestionably mutually beneficial for all the 
mentioned parties. This can be said as developers could potentially profit, 
while politicians contract votes, the city’s urban realm gets rejuvenated, 
and new developmental opportunities and local economic breaks take 
place. 
The cost for the demolition of the freeways in 2005 was R95 million 
(Theherald.co.za, 2005). When taking into account general inflation it 
would cost approximately R 165 million today. This means that if the 
developers were to theoretically agree to cover 40% of the demolition cost, 
they would have to contribute R66 million while other governmental sectors 
may contribute the rest. 
A comparison can be made between the R165 million needed to revitalise 
the CBD of Port Elizabeth  to the new R300million road network that has 
just been constructed (2014) for the new Baywest development on the pe-
ripheral outskirts of the city. At just over half the price, more centrally locat-
ed and connected and able to use existing infrastructure it is a wonder how 
the demolition of the freeway flyovers have not yet been strongly consid-
ered. (www.baywestmall.co.za, 2014) 
 “Baywest MD Gavin Blows says the Baywest developers, Abacus As
 set Management and Billion Group, as well as the South African Na
 tional Roads Agency SOC Limited (SANRAL), will pay the bulk of the 
 costs for the new network, with the city contributing 15% of the 
 costs.”  
       (www.baywestmall.co.za, 2014) 
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Image showing location of  Baywest 
development and proximity to CBD 






When taking into account the above scenario it is important to realise that 
this added R66 million that the developer would spend on demolition fees 
would make the development on the catalytic land parcel unfeasible for the 
developer as they would incur great financial loss. Therefore the added 
bulk allowed by the municipality to the developers on the agreed parcel 
of land need to recompense the developer or be of adequate or even larg-
er value in terms of potential rental than the amount or percentage of dem-
olition cost of the freeway as agreed on. Thus the same yield of profit must 
be derived through negotiations for the developer to make it worth their 
effort. 
Decisions relating to the land use, consumer demand, user groups, poten-
tial buyers and other such factors need to be discussed by all parties to 
maximise benefit and to ensure that the development is a success. This is 
beneficial to the future of the inner city and all parties must understand this 
as a collection of developments need to be mutually integrated and need 
to act in a symbiotic manner in order to have an effect or influence real 
change in the CBD of Port Elizabeth. 
Any further redevelopment concerning the rail and train station will have to 
be done in a similar fashion with PRASA. It is also suggested that any 
large capital development in the inner city should follow a similar process 




This section attemptes to traverse a method or path that may suggest how 
a project of this kind may be dealt with. Although it is very complex in its 
nature, what is suggested is not impossible to achieve. Factors such as 
regulations, economics, stakeholders and others need to be studied care-
fully. Compromise, negotiation, cooperation and understanding are neces-
sary for this kind of project to materialise. Timing also plays an important 
role in this regenerative development. Realistically it will take a number of 
years to realise, but the benefits outweigh the effort. 
This kind of regeneration project is what Port Elizabeth needs at a time of 
uncertainty and economic instability. It will build identity, reignite dignity 
and pride for the city by its residents and ultimately build a legacy for a bet-
ter future. 
The next section will look at possible new developments that may occur as 
a result of urban regeneration through the demolition of the freeway flyo-
vers. These developments are hoped to create an integrated system of 
spaces and districts throughout the city centre. 
Construction of freeway infrastructure for 












The highway demolition project might serve as a catalyst to heighten the 
cumulative effects of these relatively fragmented piece-meal projects to 
promote the economic revitalisation of the CBD in a more focused manner. 
Thus the cumulated effect of these developments or the creation of a 
whole is greater than the sum of the parts. An array of other developments 
might take place in the wake of the flyover demolition. This section will dis-
cuss the progression of past developmental ideas for the CBD of Port Eliz-
abeth with particular emphasis on the Waterfront development. 
Image showing the location of pro-
posed developments 
(author,2014) 
Image showing where this section 





7.2 History of Developments 
 
Although waterfront developments have been suggested a number of 
times on the southern portion of Port Elizabeth’s harbour since 1985, it 
was not until Mayor Nceba Faku championed Port Elizabeth’s Vision 2020 
that a plan was mentioned to demolish and redevelop the Settlers Way 
freeway. First mention of the plan was in 2002 and since then a couple of 
studies have been done. These investigations were done in 2002 and 
2004. The Mandela Bay Develop Agency claims that this is also one of 
their developmental projects. 
"Madiba Bay Development Agency chief executive Pierre Voges 
said yesterday the removal of the freeway was “very much part of 
our investigation” and featured high on the agency’s development 
plans for the CBD and the waterfront. “We must tear them down 
and unlock other development opportunities. It is part of our master 
plan.” 
        (The Herald, 2005) 
Since 1985 the process of negotiations for the freeing up of land in the har-
bour for development has made considerable ground. In this project nego-
tiation between stakeholders and parties is essential. The potential leasing 
of land for development by Transnet is important as it is key to negotiate 
for funding for the demolition of the highway. 
7.3 Relocation of Industries 
 
A key development in the scenario is the Port of Ngqura. The port develop-
ment was authorised by parliament in September of 2002. The port con-
struction was completed in 2009 and opened for operation in October of 
the same year. It is a deep water port approximately 20 kilometres north 
east of the current Port Elizabeth harbour. The port is able to accommo-
date larger new-generation container vessels. The Transnet Port Termi-
nals (TPT), a division of transport para-statal Transnet are the developers and 
owners of the facility (Smit, 2009) The Coega Industrial Development Zone 
is located adjacent to the new port facilitates and accommodates heavy, 
medium and light industries. It is a phased plan development centred on 
industry clusters that are focused on export orientated development and 
manufacturing. It is managed and operated by the Coega Development 
Corporation. 
This development is integral to the argument as the current Port Eliza-
beth harbour is experiencing a shift in usage. If the harbour is to expand 
and develop a change in land use, such as the development of a water-
front, then certain processes and industrial usages would need to be relo-
cated to the Port of Ngqura.  
Currently the harbour houses a variety of businesses types including a 
large scale motor export industry, a fish market, container delivery and 
storage, a manganese terminal and fuel storage and distribution facilities. 
The navy also has an operation in the port. (Ports.co.za, 2014) 
The petroleum product tank farm facilities are owned by the Transnet Na-
tional Ports Authority and their leases are divided between companies 
such as BP, Shell, Caltex and Engen. (Olver, 2008) The tank farm opera-
tion lease agreements are drawing to a close and the National Ports Au-
thority has refused to renew the leases. The lease of Total expired in 2012 
while the rest of the oil companies’ leases expire this year (2014). 
Summery of Waterfront development 
related activity since 1985—2010 
(author using Linkd, 2010) 
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Image showing relocation of industry from 




"The tank farm leases specify that the improvement to the site will 
become the property of Transnet once the lease is terminated. Cur-
rently the lease for Total is set to expire in 2012, and the lease for 
the rest of the companies is set to expire in 2014. The industry has 
been informed by NPA that the lease is not renewable, and they 
have accordingly been considering their options for relocating." 
 
         (Olver, 2008) 
 
The manganese terminal is owned and operated by the Transnet National 
Ports Authority but the lease agreement makes provision of renewal terms 
every 3 years. According to Olver (2008) the last lease expiration date was 
in March 2009. This then must mean that the next lease expiration is in 
March 2015. The manganese export business is also on the up as the in-
creased production of steel in China requires this product. This means that 
current operation in Port Elizabeth faces decisions that will be important for 
the future export of this product. The main issue with the manganese ter-
minal is that it currently stores 460 000 tons and Transnet have already 
decided to provide upgrades to store 4.2 million tons. The terminal has not 
yet reached its capacity as allowed by permit of 6 million tons. Therefor 
Transnet is either aiming to upgrade the facility or relocate and provide a 
new terminal with extended capacity at the Port of Ngqura. However, any 
further upgrades to the current facility may prove costly and unfeasi-
ble as regulations, restrictions and future market predictions of the manga-
nese market prove unsuitable for the current location.  
 
Upgrades beyond 6 million tons will not be feasible in the current 
location, as this is the absolute maximum capacity of the ore berth, 
as well as the upper limit of the existing permit. It is highly unlikely 
that Transnet would get approval for an EIA for increases in vol-
umes above this amount, even if the berth capacity could be in-
creased. 
          (Olver, 2008) 
 
The National Ports Authority has also reported that the manganese termi-
nal does not provide high revenue for them especially when compared 
to the petroleum product tank farm. The NPA also recognise that the pro-
posal to relocate the operation to another facility can produce far higher 
returns. (Olver, 2008) These industrial functions are therefore proposed to 
be relocated to the new Port of Ngqura and Coega facilities a mere 20 kilo-
metres north of the current harbour. The new ports access, facilities and 
capacity far exceed the current Port Elizabeth standards. This relocation 
would be deemed necessary in order for any new development to take 
place in the harbour. This however does not mean that other current func-
tions need to be relocated. Utilities that occupy certain parts of the harbour 
such as the Navy, the cruise liner passenger terminal and possibly the 
container and vehicle terminal may remain. (Ports.co.za, 2014) This will 
provide the ongoing functional support that will be important to maintain 
the liveliness and character of the harbour when redevelopment does take 
place. 
It must be noted that the development of the proposed land parcel is a 
long term goal and would occur in a phased approach as to structure 
development incrementally and realistically in terms of both operational 
functionality and financing. 
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Image showing location of industrial 
areas and hazard zone 
(author with NGI data, 2014) 
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7.4 Health Risks 
 
Environmental and health concerns about the current manganese terminal 
are mounting: long term exposure to inorganic manganese dust seems to 
have negative effects in terms of health risks for residents of Port Eliza-
beth. It has been found that “[m]anganese is a neurotoxic substance at 
certain exposure levels regardless of route of exposure…”(Santamaria, 
2008). This has serious consequences to those residents in contact and in 
the vicinity of large scale industrial operations of the kind being performed 
in the harbour. This is especially relevant if the current facility is to be up-
graded. 
The inhalation of particulate manganese compounds “…can lead to an in-
flammatory response in the lung.” (www.atsdr.cdc.gov, 2011) This may 
also lead to damage of lung tissue, bronchitis, pneumonitis and possible 
minor reductions in lung function. (www.atsdr.cdc.gov, 2011) These kind of 
effects have been observed mainly in people who have been exposed to 
manganese dust under work-related conditions, although there is indica-
tion that respiratory effects may also occur in residential populations near 
or in the vicinity of ferromanganese factories (Kagamimori et al. 1973; 
Nogawa et al. 1973; WHO 1987 in www.atsdr.cdc.gov, 2011). There are 
also some more serious effects to be considered that entail neurological 
complications. 
 
“There is conclusive evidence from studies in humans that inhala-
tion exposure to high levels of manganese compounds […] can 
lead to a disabling syndrome of neurological effects referred to as 
‘manganism’. ‘”  
       (www.atsdr.cdc.gov, 2011). 
 
Manganese exposure effects on health further causes behavioural and 
other nervous system changes. These may include slow and clumsy hand 
movement from the affected person. The combination of these symptoms 
when suitably severe is referred to as “manganism.”  Less severe nervous 
system effects such as decelerated movement have been noted in workers 
exposed to lower concentrations. (Public Health Statement: Manganese 
CAS#7439-96-5, 2012)  
 
These health effects on the general populous of Port Elizabeth are 
enough to seriously justify the relocation of the manganese terminal. 
The populous is constantly being exposed to manganese dust particles as 
the winds in the area kick up dust particles from the manganese terminal 
and carry them throughout the metro’s coastal area. The North Easterly is 
especially prone to this kind of activity as the harbour obstructs coastal 
winds and cause cyclonic eddies to form on both sides of the harbour. 
(Goschen and Schumann, 2011) This means that these dust particles get 
inhaled by countless residents who are unaware of the health implications 
the facility currently poses. 
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Port Elizabeth Manganese & Fuel Terminal 
(www.1.bp.blogspot.com by FireflyAfrica, 2011) 
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7.5 Clean-up and Rehabilitation 
 
Environmental concerns surrounding the current manganese terminal and 
tank farms are mounting as their leases are to expire relatively soon or 
have already expired. The cleaning and rehabilitation of the area to make 
future development possible needs to be taken into account as it has an 
effect on various stake holders namely, Transnet, local inhabitants, future 
inhabitants of the developed area, the NPA and lessees of the current 
property (e.g. BP, Shell). Various parties are held accountable for reha-
bilitation of the area as per regulations such as the Environment Conser-
vation Act No. 73 of 1989 and the National Environmental Management: 
Waste Act No. 59 of 2008. The latter of which is the only retrospective act 
in South Africa. This means that operations performed by companies that 
have polluted before this act was promulgated are still held accountable for 
past actions. These companies are therefore theoretically still responsible 
for clean-up and rehabilitation of these areas. 
Port Elizabeth Manganese & Fuel Terminal location 
(www. googleearth.com, 2014) 
7.6 Conclusion 
 
Having considered the procedural and logistical routes to be taken for 
the waterfront development to materialise it is very likely that it will hap-
pen sooner than later. The relocation of industries, health risks and 
economic benefit all point to the eventual development of this ar-
ea. In addition a catalytic development such as the development of a 
portion of the harbour area and the demolition of the flyovers will re-
generate the area to such an extent that risk in investment in a water-
front will be minimised. 
Therefore it is important to recognise the potential of the highway 
demolition as a ‘pilot project’ to start off a chain reaction of redevelop-
ment that will see the economic and urban growth of the CBD of Port 
Elizabeth. The benefit of such an area as a heart to the metro for all 
residents far outweighs the investment and excitement of a develop-
ment such as Baywest. The document has thus far determined that 
highway demolition is possible and should be done as soon as 
possible. 
The next section will deal with a vision for the redevelopment of the 






Settlers Way freeway by night  








This section deals with a visionary exploration concerning the redevelop-
ment of the proposed areas of the inner city and surrounding areas. This is 
done by considering clues from the historical development, social inform-
ants, economic factors and navigation needed as discussed in the former 
sections. The section also discusses the appropriate principles through 
which the development process is guided and tested. Later design guide-
lines and suggestions are derived and explained. 
 
FUTURE 
Image showing where this section 
fits into the argument. 
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A view down Jetty Street towards the Campanile 
in Port Elizabeth showing the illegibility effect 
that the freeway has on the city. 
(Port Elizabeth Library, 2014) 
Street Grid of Barcelona demonstrating 






Principles derived to inform the development of a project such as this have 
to take into account the nature of the problem and what is needed to po-
tentially correct it. They include physical, social and other factors. It must 
be noted that principles are sometimes interchangeable and may comple-
ment one another. These are used to inform design decisions and test the 
result of these decisions and to use as a reference to guide the process of 
the project. The following principles are those chosen to inform the design 






An area of a city can be well connected to other parts while still being im-
permeable. This relates to the degree of connectivity that occurs within an 
area. The handling capacity of an area through which different vehicular 
types or pedestrian move is expressed. This explores whether or not a 
spatial condition is navigable by either pedestrians of vehicles in terms of 
numbers. Currently the freeway creates permeability for large amounts of 
vehicles but suppresses it for pedestrians. The aim of this project is not to 
reverse this effect but to rather find a harmonious balance between the two 






The spatial organisation of the city is also an important factor to consider. 
The freeway impacts on the city's image through the user's ability to navi-
gate through it. The city structure is severely impacted by the freeway in-
frastructure in terms of hierarchy, vistas, views and axial alignments be-
tween important sites. the user's ability to orientate themselves, under-
stand the surroundings and read the city is compromised by the freeways 
divisive nature. This affects the perception that residents and outsiders 
have of the city.  A spatial hierarchy may be regained through the removal 
of the freeway and the reestablishment of old legibility structures through-





A view over Port Elizabeth prior to 
the construction of the freeway 






8.2.3 Economic Benefit 
The most important reason for a city to thrive comes from its ability to cir-
culate and produce economic gain for its users. this is fundamentally what 
drives a city spatially. The spatial quality of Port Elizabeth is an indication 
of its economic decline. The condition that the freeway creates within the 
city is not favourable for profitable ventures and investments . The attrac-
tion of potential investors is partially spatial as good space attracts people 
and profit. With the removal of the freeway the spatial quality of Central will 
improve and attract reinvestment. This will in turn create employment and 
interaction between city goers and  potentially generate ideas between 
businesses which will further encourage new industry development in the 
city. This reinvestment ups property which increases municipal tax gains to 
further improve infrastructure. The spatial attraction of the inner city is 
therefore not limited to the gain from freeway demolition but also by the 







The availability of choice is important for the growth of different functions in 
a city. These functions relate to living, working and recreation. The ability 
to choose the area in which one spends time and interacts with others is 
moulded and influenced by the space within which it is done. Through the 
removal of the freeway different user groups will be integrated and create 
an equality that is currently lacking as it is obstructed by obdurate infra-
structure. The creation of public space that breeds choice and inclusivity is 
important for the growth of a city. The freeway currently leaves no choice 








A diagram showing the difference between a tree structure 
and a semi-lattice structure within a city. 







The of access to the city is also to be taken into account. The majority of 
people who currently access the city arrive via taxi or foot. Currently the 
spatial condition for these two modes of transport are largely ignored and 
not adequate for the number of users. The freeway obstructs free move-
ment of pedestrians and vehicles underneath it, as it illogically structures 
the movement of vehicles past the inner city rather than through it. This 
means that the space underneath the freeway area is dictated by it. This in 
turn restricts access to the city for both people coming from near and far. 
With the demolition of the freeway it is hoped that greater access will be 
gained for city users to explore the port and harbour as spatial freedom is 








The future of the city is also to taken into account. With the removal of the 
freeway a chance for the city to reinvent itself arises. The potential change 
of perception of the inner city of Port Elizabeth is possible through a com-
prehensive and legitimate urban design structure plan that may influence 
the spatial quality of public spaces and build a legacy regarding spatial uti-
lisation and optimisation. The possibility to transform the narrow structure 
of the inner city and expand towards the port is possible only with the re-
moval of the freeway acting as the catalytic device of for change. With this 
revolution in spatial restructuring the opportunity for development, innova-
tion and entrepreneurship follows. This in turn has an impact on the spatial 




Aerial view of Central before and after the 
construction of Settlers Way in 1963 








These principles have been derived through a need to rethink the spatial 
importance of the inner city of Port Elizabeth. The removal of the Settlers 
Way freeway flyovers from the inner city will greatly influence the image, 
economy, functionality and demand of the city centre. Although these prin-
ciples have been identified as key, other similarly important principles are 
also to be taken into account. These may include a broad range of goals or 
ideals to strive towards. These may include: 
 Safety 








Although these principles strive towards ideals for a more spatially liberat-
ed city they serve merely a guiding mechanism to empower a vision for the 
future of Port Elizabeth. These principles will strongly influence explora-
tions for an alternative future for Port Elizabeth's inner city. 
 
120  
Diagram showing the disconnecting effect 
a freeway has on a city and the effect it has 




9. Freeway Conditions 
 
9.1 Introduction 
This section will aim to explain the role of freeways outside as well as in-
side city structures. It will also explore the condition that arises when a 
freeway meets a city and the resulting spatial consequence. Different free-
way types are also explored with focus on their benefits and drawbacks.  
 
9.2 Function of Urban Freeways  
Urban freeways can be split into three categories. These may be classified 
as by-pass routes, commuter routes and inner city routes. They all serve 
different purposes and user groups and are developed in varying forms. 
These must be investigated separately as not all have the same affect on 
the city. Some maybe more obstructive than others in terms of urban frag-
mentation.(Halprin, 1966) The following is an explanation the these three 
types of freeways. 
Diagram showing the different freeway types, where they 




(top) Image showing a freeway bypassing 
Carson City in the USA 
(www.nevadanewsbureau.com, 2012) 
 
(left) Image showing freeway systems 
bypassing towns and cities. (left) freeway 





9.2.1 Moving Past - Urban Freeway Bypass 
 
This first type of freeway was designed to serve a large number of people 
travelling through a region. These people may not wish to enter the urban 
areas that the freeway bypasses but connections to these cities or towns 
are made as enclave destinations via the use of off-ramps and turn-offs.
(Halprin, 1966)  
These routes are used less often as inter regional travel is not done on a 
frequent basis for most people. No complexities or actual conditions of the 
freeway meeting urban realm exist in these models as they miss the city 
intentionally. However, these bypasses have caused considerable damage 
to small towns that once relied on through passing traffic for economic rea-
sons. The bypasses have therefore disrupted this economic flow pattern 
and ruined these towns' potential growth. An example of this is the town of 
Philippollis in the Southern Free State that was originally en route from 
Colesbug to Bloemfontein via the N717 through the town. This route and 
town was later bypassed by the N1 road which completely missed the 
town. This spelled economic decline for Philippolis. 
 
Diagram showing bypass 
effect of freeways 
(Halprin, 1966) 
Diagram showing traffic bypassing 




Images showing commuter traffic to and from 
the city of Los Angeles in the USA on the 101 
Hollywood freeway. 
(left)  www.brookings.edu  2013 
(bottom) www.scpr.org   2011 
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9.2.2 Moving Towards - Commuter Freeway 
 
The second type of freeway mainly serves commuter traffic to and from the 
city. This kind of route is used by people who work in the city but live in 
small towns or neighbourhoods outside of the city centre. They use these 
roads on a daily basis to move into and out of the city as easily as possi-
ble. This is however not always possible as large numbers of people follow 
these commuter patterns causing traffic jams and congestion at peak 
times. These generally occur in the morning and in the late afternoon when 
people are either entering or leaving the city centre. These routes have 
more complexities than by-pass routes as they pass from sparsely grained 
built form in the suburbs towards the city where they cut through dense 
built fabric. This is where most problems occur as many fast moving vehi-
cles try to enter a tight knit fabric through a single movement route.
(Halprin, 1966) 
The economy of localised shopping facilities may be affected by commut-
ers opting to shop in the city rather than in their resident towns. These pat-
terns are however negligible in their impact in terms of economic scale. 
Diagram showing commuting effect 
towards a city via freeways 
(Halprin, 1966) 
Diagram showing commuting traffic 




Image showing Kansas City in the USA. The city has been discon-




9.2.3 Moving Within - Inner City Freeway 
 
The third type of freeway takes place within the city. This is by far the most challenging 
system of freeway types. These interconnecting systems of road hierarchies link various 
parts of the city with one another . The problem occurs as cities generally have a central 
core or CBD, these areas are destinations for users and need to be connected to vari-
ous other areas and nodes throughout a metropolitan area. This generally results in a 
complex system of roads and freeways intertwined in the inner city or CBD as the main 
destination.(Halprin, 1966)The CBD therefore serves as the end point of all journeys 
from outlying areas. These freeways that enter the city cut through the densely built fab-
ric and more often than not divide inner city areas. These inner city freeways in turn ac-
tively destroy the very fabric that attracts commuters and businesses. Because of this 
many freeways have been elevated and turned into flyovers that in theory free the 
ground level for pedestrians. What happens in reality is that these areas under the free-
way flyovers become derelict and unused as a result of the poor spatial conditions. 
These spaces underneath the freeways are also used to build additional roads which in 
turn hamper pedestrian flow anyway. 
Economically this impacts on business as clients and customers would hesitate to visit 
shops and facilities that are located in an unwelcoming, unsafe and unbecoming areas 
underneath or next to urban freeways.  
Diagram showing the movement 
of freeway systems within a city 
(Halprin, 1966) 
Diagram showing the movement 




Drawing showing the relationship that the Settlers Way 
freeway has with surrounding buildings and the usage 








It is difficult to classify Settlers Way freeway in port Elizabeth as it serves 
as all three of the above mentioned functions. It serves commuters to and 
from the city north and south of the centre. It also turns into an inner city 
loop linking to other major roadways. Lastly it very effectively bypasses the 
inner city from north to south completely severing the city from the port 
and causing a disconnect between commuter or traveller and the city. It 
also suffers from the underpass condition generally associated with flyover 
freeways. 
Panorama view of the southern part of the city centre and 






10.2 Freeway Type 
There are many different freeway types that my be used for different pur-
poses that suit different contexts.  These will be investigated in and evalu-
ated through the advantages and disadvantages that they pose to their 
surrounding areas. The  purpose of this exploration is to determine wheth-
er or not there is a suitable alternative to the current freeway condition oc-
curring in the CBD of Port Elizabeth as a result of the Settlers Way free-
way. This analysis of freeway types has been done in a very similar way to 
that of Lawrence Halprin's analysis in his book 'Freeways'. (Halprin, 1966) 
10.2.1 Boulevard 
Boulevards are generally more adequate for the transition of large 
amounts of traffic within city area as they allow for the interaction between 
vehicles and pedestrians. These movement routes also integrate move-
ment patterns between vehicle types. Boulevards also tend to be less ob-
trusive and friendlier to residents and city goers as a necessary infrastruc-
ture. They also allow for traffic and local roads to join onto it at various in-
tersections. As boulevards are fully integrated into a city's structure and 
legibility system they require relatively less space as they do not need 
buffer strips along them for pedestrian protection. Some good examples 
are the Champs Elysees in Paris, the Andrassy Ut in Budapest and the 
Passeig De Gracia in Barcelona. 




(left) Comparison between different boulevard 
types throughout the world 
(www.googleearth.com, 2014) 
(right) Images showing the use of a boulevard by 
both pedestrians and vehicles 
(top)   (www.virtualtourist.com, 2014)  
(middle) (www.bugbog.com, 2014)  






10.2.2 At-grade Freeway 
Freeways that are at grade generally require more land to function as they 
need to incorporate a buffer zone for pedestrian access control and safe-
ty. These types of freeways are also not pedestrian friendly as they require 
either overpasses of underpasses for pedestrian movement. Within an ur-
ban context they also split neighbourhoods as they are very wide. They 
are however met and adjoined to fairly easily by local traffic (this depends 
on intersection regulation and traffic norms). 
Freeways at grade taking up lost of space in Wyoming, Michigan, USA 
(www.en.wikipedia.org, 2014) 







10.2.3 Depressed Freeway 
Depressed freeways require as much land as at-grade freeways  and are 
generally a little more difficult to access via local streets. This is because 
ramps are required. Pedestrian movement across these barriers are fairly 
easy as they tend to be level crossings on foot. Although noise and visual 
impact are lessened by this type of freeway they are still able to disrupt 
neighbourhoods through disconnecting and fragmenting. This is inevitable 
as it is built into the nature of freeways. Durban has a few examples of 
these freeways entering the city. 
Depressed freeway in Durban moving through a city 
(www.googleearth.com, 2014) 







10.2.4 Elevated Stacked Freeway 
These freeways need less space to operate as lanes are above one anoth-
er. They also do not obstruct pedestrian flow beneath them. They are how-
ever a little more difficult to access via on-ramps as the height of the top 
freeway is very high. As a result of their height they tend to act more as a 
wall within an urban context and successfully divide neighbourhoods. An 
example of this was the old Embarcadero Freeway in San Francisco. 
Elevated Stacked Embarcadero Freeway in San Francisco in 1985 
(www.blog.sfgate.com by Gary Fong, 2010) 
San Francisco stacked freeway after damaged by 







10.2.5 Elevated Side-by-side Freeway 
This freeway type needs more space than the stacked type but does not 
require a buffer. Access from local streets and on-ramps is easier because 
of the height and pedestrian movement is able to function underneath the 
structure. It does however create a division within cities and creates dead 
and unpleasant space underneath it. The Settlers Way freeway n Port 
Elizabeth is an example of this type. 
Elevated Side-by-side freeway in Port Elizabeth 
(author, 2014) 
 







10.2.6 Elevated on Embankments Freeway 
These freeways require as much land as at-grade and depressed freeways 
but are easily accessed via onramps and local streets. Pedestrians are 
able to move through these embankments via tunnels. These freeways are 
very divisive and act as walls severing cities and causing disconnection 
between areas. These types are seldom seen within urban contexts. 







10.2.7 Tunnelled Freeway 
Tunnelled freeways do not require land to operate but are however very 
expensive to construct. They are also difficult to join up with from localised 
streets and generally have only a few on or off-ramps as they are either 
destination driven or by-pass routes. Pedestrians are able to function unin-
hibited above ground under normal circumstances. These tunnels are 
generally unobtrusive to urban contexts other than the potential of un-
pleasant air pump and filtration ducts and busy tunnel entrances. An ex-
ample of this is the massive Central Arterial route in Boston. 
Before and After pictures of the Boston Big Dig Central 








10.2.8 Retrofitted Freeway 
These retrofitted freeways have been converted to perform additional func-
tions other than facilitating movement. They generally consist of elevated 
freeways onto  or under which functions have been latched. These func-
tions may consist of parks on top of the freeway or shops underneath the 
freeway. This option is viable in urban areas that are very densely populat-
ed and where land is at a premium. They allow for pedestrian interaction 
and movement  but still act as a lesser barrier. On and off-ramps from local 
roads are however still difficult as they require space. An example of this is 
the Linear City built under a freeway in Tokyo, Japan.  
The portion of the Linear City under a freeway 
that was built in Tokyo, Japan in the 1960s 
(www.googleearth.com, 2014) 
The Linear City in Tokyo, Japan 




Table comparing freeway types according to cri-
teria that affect a city the most. Criteria are bor-





Having looked at these freeway types it is important to consider the various 
advantages and disadvantages that arise. Other factors that come into 
consideration when deciding on a potential model to follow or strive toward 
is context, cost of construction, social impact, robustness and eco-
nomic and spatial influence. When comparing these options in a table 
the preferred choice is the boulevard. The reason for this is its integrated 
nature and simplicity in terms of function. It does not try to separate itself 
or stand apart from its context and users. It also does not create any spa-
tial conditions that might negatively affect a city or divide neighbourhoods 
through acting as a barrier. Boulevards sit comfortably within cities as part 
of a system of movement structures but also function as public spaces. 
They are used by both vehicles and pedestrians. People may even utilise 
the spaces next to boulevards as restaurants and coffee shops as they are 
pleasant places to be in. They also form part of a system of hierarchies of 
movement and space within a city that compliment legibility. In this project, 
it is suggested that Port Elizabeth should employ a boulevard to direct traf-
fic through the central city in conjunction with a robust system of intersect-
ing grid streets to improve traffic flow. This would replace the mono-
functional and obdurate Settlers Way freeway. 
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A diagram showing the Westgate free-





11. Local Examples 
 
11.1 Introduction 
Throughout South Africa there are a number of cities that experience a 
similar problem regarding freeways  as that of Port Elizabeth. These cities 
are Durban, Johannesburg and Cape Town. They will be looked at briefly 
to determine possible similarities and lessons that may be learned. 
11.2.1 Johannesburg 
Johannesburg is heavily reliant on private vehicles as a transport method 
and thus has needed to employ freeways and flyovers to facilitate these 
vehicles. Johannesburg freeways are generally the elevated side-by -side 
type. These freeways amongst other reasons have caused the city to 
sprawl and become the largest in South Africa in terms of area. There are 
a number of flyovers throughout the city and around major areas of access 
to the CBD. The flyovers cause large areas to be underutilised and adja-
cent buildings to decline in value. The urban freeways also spilt the city 
into defined areas  and restricts movement to and from these areas. These 
are the general effects that this type of infrastructure has on surrounding 
buildings. The drawing shows a section of a freeway condition in Johan-
nesburg where the M1 and M2 join to become Henry Nxumalo Street in 
over the Westgate train station. 
(above & below) Images showing the ground level 
effect of the freeway in Westgate, Johannesburg 
(www.googleearth.com, 2014) 
 




A diagram showing the Westgate freeway and 





Durban freeways consist of a variety of depressed as well as elevated 
freeways. The depressed freeways lead through the suburbs as the N3 
before reaching the city. This section is less dividing than the elevated type 
but still create a barrier. The N3 serves as a commuter freeway bringing 
people into the city. It later splits into various roads over the Warwick Junc-
tion area where it enters the city centre. This area is characterised by high 
flyovers over the Berea Road train station. Durban suffers less from the 
negative effects of freeways as the N3 enters the city at the edge rather 
unobtrusively. The drawing shows the Warwick Junction freeway intersec-
tion. 
(right) Images showing the ground level effect 
of the freeway in Warwick, Durban 
(www.googleearth.com, 2014) 
(www.kznia.org.za, 2014) 




A diagram showing the freeways (N1 & N2) enter the city of Cape 




11.2.3 Cape Town 
The Cape Town freeway situation is comparatively the most similar to that 
of Port Elizabeth. It runs along the coast splitting the city from the port. 
This is problematic as the port which essentially created the city and is the 
reason for its existence is disconnected. The section where the N1 and N2 
enter the city consists of elevated freeways. This area remains largely un-
developed and cannot be considered  as pleasant space. As there are 
fewer buildings surrounding the freeway in this area, it does not impact as 
heavily on property prices as the Port Elizabeth condition does. The free-
way also serves to direct traffic into the city and does not purposefully by-
pass the CBD as Settlers Way does in Port Elizabeth. The drawing shows 
where the flyovers start in the Foreshore area as they lead over the train 
tracks towards the port area. 
(above) Map of Cape Town showing the freeway area 
(www.googleearth.com, 2014) 
(right) Images showing the ground level effect of the free-
way in the Foreshore area of Cape Town as well as how it 






The northern section of the Set-
tlers Way freeway in Central 
(author, 2014) 
The southern section of the free-
way that passes over the Baakens 
River 
(author, 2014) 
The southern section that ends 




11.2 Port Elizabeth's Freeway Condition 
Having discussed other South African cities freeway types and problems, it 
is now possible to evaluate Port Elizabeth's Settlers Way freeway. The 
freeway is much greater in extent that than the other cities' freeways. It al-
so stretches further along the coasts while dividing the city from the port. 
The extent of the flyover section will be discussed as the entire freeway 
section is too vast. Two intersections will be discussed as well as the un-
derpass portion of the flyovers that runs through the city. 
11.2.1 The Northern Intersection 
This area is where the M4 or Settlers Way joins up with Russel Road lead-
ing into city neighbourhoods. This intersection splits Govan Mbeki Street 
into two sections whereby is destroys old vistas and views. It also over 
sails the city’s main taxi rank where it creates underutilised and unusable 
space beneath it. The edges and hierarchy of tall buildings and skyscrap-
ers in this area are undermined by the freeway’s path as it breaks up the 
roofline of the street. The freeway intersection also requires a large 
amount of space even though it does not necessarily impact on ground 
level movement. This means that less area is able to be used by buildings 
and less density is able to exist within the city. At certain points, the eight 
lane freeway takes up as much space as a city block. Ultimately the inter-
section causes a tangled mess within the inner city. 
11.2.2 The Southern Intersection 
The southern end of Settlers Way ultimately leads to no particular destina-
tion other than a set of other smaller roads, this splits the city in a drastic 
manner. This termination point is known as South End and was once a 
neighbourhood (as previously discussed). The connection between neigh-
bourhood areas and the city have been lost as there is no defined en-
trance of transition into the city from the southern end. Large areas of un-
derutilised land occur in this area as a result of buffer space needed for the 
high speed freeways to function. Within this leftover space, the Pier Street 
Mosque is located in no-man's land. The mosque was left over after the 
South End demolitions. It is located in an undignified space right next to 
Diagram of the northern in-
tersection area 
(author, 2014) 





Drawing of the negative effects 
that take place as a result of the 




the freeway. The Rudolf Street Mosque which is also in the area, suffers a 
similar fate. The freeway also causes the Baakens River mouth to not be 
noticed. This area is after all the birth sight of Port Elizabeth as a city and 
the reason why it was established. The freeway creates large amounts of 
wasted and unused space underneath it and causes the city to become 
illegible from a distance. The scale of the city is affected as the freeways 
skew the human scale of buildings. 
11.2.3 The Underpass Section 
The section of the freeway between these two intersections causes great 
problems within the city. There are multiple negative effects that cause the 
area adjacent to the freeway to become unpleasant. 
This area does not receive lots of light and sun throughout the day as the 
freeways cause shadows to fall onto Strand Street and the adjacent build-
ings. There is no proper ventilation that occurs here during hot summer 
days but during windy days the wind is channelled through this area like a 
tunnel. As a result of bad ventilation bad smells and toxic fumes expelled 
by vehicles stay in the area much longer. This is hazardous to the public 
for health reasons. Any loud noises under the freeway do not dissipate but 
echo as a result of the concrete structure. This causes an unpleasant noisy 
atmosphere. 
The entrances of the buildings facing out onto Strand Street under the 
freeway are not utilised to their full potential as spatial quality is not good. 
This leads to entrances on this street to be used less frequently and some-
times even blocked. It also depreciates the building values. The buildings 
next to the freeway have lost their view and as a result have declined in 
value. The area has deteriorated as no one takes pride in devalued build-
ings and owners have neglected to maintain the buildings. This causes a 
lack of ownership over public space and as a result crime and other ele-
ments of bad human behaviour may occur. Crime and muggings frequently 
occur in this area as a result.  most of the space underneath the flyovers is 
not used as it is not conducive to good living conditions, business or recre-
ation. It is only good for parking and transportation uses. 
Diagram of barrier that is 
formed by freeway 
(author, 2014) 
Drawing of the lost space that occurs 




Image of the city and the Campanile from the port 








It is clear to see the extent at which these freeway flyovers destroy the city 
fabric. Nowhere is this more evident than in Port Elizabeth. This is because 
The CBD of Port Elisabeth is relatively small and has been forced to bear 
these massively oversized infrastructural freeways. Ultimately they do 
nothing but dived the city from the port and cause degradation of buildings 
and underutilisation of space and the inner city as a whole. Therefore this 
project suggests an alternative solution for this problem as will be dis-





Diagram showing the metro and the placement of the M4 Settlers 




12. Metro Analysis 
 
12.1 Introduction 
A metro scale analysis is done to express the relevance of the proposed 
demolition of the Settlers Way freeway at a metropolitan scale. It will ex-
plore the possibilities at this scale and the effects that a small catalytic pro-
ject such as this might have on the city as a whole. 
 
12.2 Current Situation & New Developments 
 
The Nelson Mandela Metropolitan area is the second largest city in terms 
of area in South Africa (as previously mentioned in this document). The 
metro consists or Port Elizabeth with all its suburbs as well as its informal 
settlements, Dispatch and Uitenhage. The metro has a loosely formed 
grain of fabric with low densities in most areas. This has been caused by 
urban sprawl and partially as a result of the city's history and economic 
drive as was explored i previous sections. 
The CBD of Port Elizabeth has experienced a number of incidents that 
have exacerbated the problems it has in terms of spatial economic difficul-
ty. These problems include the Construction of the Settlers Way free-
way system that split the city from the port in 1963 and  the relocation of 
the university form Bird Street in Central to the new Summerstrand cam-
pus in 1974. 
Map of Port Elizabeth Metro showing the extent of sprawl moving 












































12.3 Baywest Development 
A new development that started construction in 2012 is the new Baywest 
development that is located on the western periphery of the metro. It is po-
sitioned next to the N2 for easy access via the freeway. This multimillion 
Rand development will permanently change the regional economic struc-
ture as it will attract many people from all over the region. The Baywest 
development involves a mall as a shopping component that will serve the 
greater metro area., This means that Central and the older business dis-
tricts of Port Elizabeth will experience a decline in economic activity as it 
will be displaced to the Baywest development. Decentralisation of econom-
ic activities like the relocating of the university in the past have had a cata-
strophic effect on the CBDs economy. The same effect will be felt with the 
construction of Baywest. This puts the inner city of Port Elizabeth at a 
pivotal point in its history. Decisions that may either make or break the 
economy of the CBD are to be made within the next few years. 
Current redevelopment strategies for the inner city lack cohesive decision 
making and structure. They are largely piece meal decisions made as and 
when needed. The next section will deal with a potential solution to this 
problem. 
 
(top) Diagram showing the potential linkages that might form via rail 
from the city centre towards Baywest and other developments 
(author, 2014) 
 
(right) Diagram showing the effect of the displacement of economic 





















































The Baywest development is inevitable and is due to open in 2015. This 
means that the CBD will have to compete with this regional super mall for 
potential economic gains. Office and shop rental and potential residential 
rental will be lost to the Baywest if the city does not change the perception 
that its residents and tourists have of it. Therefore this document suggests 
a series of developments at different scales to prevent this form happen-
ing, while not detracting from developments of this kind. 
The metro area of Port Elizabeth possesses a set of underutilised and un-
der developed rail lines and train stations. This rail line runs from the main 
station in the CBD towards Humewood where there is another station. The 
line then continues further west towards the airport and further through the 
neighbourhood of Walmer towards Lorraine. from here it passes by the 
Baywest site and on towards Humansdorp. This route has a major connec-
tion with another rail line that connects the northern metro area through 
another east-west railway. This connection happens very close to the Bay-
west development. 
This project suggests that this forgotten rail line infrastructure and the rail 
reserves that exist should be reinvestment in. This will be to the benefit of 
the larger metro area as choice and opportunity will be derived from the 
option of public transport throughout the metro. The Baywest development 
will also benefit from this proposal as the train station in its locality will aid 
in patronage. It is therefore suggested that trade-offs with future develop-
ment stakeholders and Transnet should be encouraged as a system like 
this may be partially subsidised by developers to the advantage of both the 
residents of port Elizabeth and the developers. 
The theory of Transport Orientated Development or infrastructure led de-
velopment  is important when taking into consideration to guide larger met-
ro scale development plans. This pattern of development  supports higher 
densities as public transport is readily available in close proximity to devel-
opments. All new developments throughout the metro should therefore be 
incentivised to happen around these train station and transport points to 
densify development. These incentives may be proposed by the municipal-
(bottom) Diagram showing the increase in land value as a result of prox-
imity to public transport facilities and the land uses that occur in-between 
these areas (eg light industry or recreation) 
(author, 2014) 
(below) Diagram showing the possible catchment areas of economy 
and customers between Baywest and the new proposed Waterfront in 
an idealised matter. This might be aided by TOD initiatives and pro-















































ity to developers through rate reductions in designated areas as well as 
additional bulk development rights. These areas in turn develop controlled 
patterns of expansion through transport and infrastructural guidance which 
combats urban sprawl. 
Theories and principles by thinkers such as those of Christopher Alex-
ander may be used to navigate the problem of urban sprawl through the 
implementation of transport Orientated Development. Alexander's theory 
that the city should not follow connective structure of  a tree but rather that 
of a semi lattice is particularly relevant for the suggested upgrade of 
transport throughout the metro. The underutilised rail system will provide 
much needed public transport throughout the metro while connecting the 
city in a semi-latticed method. This will be achieved through the comple-
mentary connections between streets and railway lines and the nodes and 
points of activity that occur where these meet to form stations. The city will 
eventually consist of various nodes with different function and scales of 
hierarchy as this method of development is employed. 
This metro scaled plan also may also learn from the utopian Central 
Place Theory of  Walter Christaller. This theory derives potential de-
velopment patterns from population sizes, distances between develop-
ments, different economic markets as well as other influences. In must be 
realised that in these models all amounts are homogenous, all distances 
are optimised and populations are equally spread. The utilisation of this 
theory is simply to suggest that many factors and influences are to be con-
sidered in the planning of new developments within the metro area as 
there are external forces at play when planning developments and compe-
tition  between these developments.  For the  local economies of these po-
tential Transport Orientated Developments to work these factors are to be 
investigated in depth. 
The utilisation of the rail none the less will allow greater access for those 
who previously were not able to travel or commute within the metro. 
Through the redevelopment of the rail system a polycentric city may be 
developed that will combat sprawl and potentially decrease the use of the 
motor vehicle through the use of alternative methods of transport such as 
the train. 
 
Cristopher Alexander’s “the city is not a tree” diagram 
(www.contentsmagazine.com, 2013) 





Map showing an overlay of Central Place theory 
over Port Elizabeth and it’s suburban areas as an 





12.5 Plan for Port Elizabeth Central  
The plan for the reimagining of the centre of Port Elizabeth will start with 
the catalytic effect that the demolition of the freeway will have on that area 
and the unlocking of land for future development as previously discussed. 
This will change the image of the CBD and make it possible for the rein-
vestment in the CBD. 
The way that this main proposal ( the demolition of the Settlers Way free-
way) of this project ties in with the former metro scaled plan can be argued 
through an economic and transportation means. The CBD will benefit from 
the freeway demolition as it will change the potential for growth and devel-
opment as well as opportunity within the area. This means that developers 
will not have to look for alternative locations for future developments as 
there will be a demand to spend time in a pleasant urban area where de-
mand already exists. the additional benefit of this suggestion is that with 
the potential relocation of port industries to the Port of Ngqura and the 
release of land in the port area other long awaited developments might oc-
cur. This refers to the development of the Waterfront precinct in the har-
bour. This might cause the total redefinition of Central and the port area. 
This is however only possible if the freeway is removed to act as a catalytic 
device for this developmental approach. 
 
12.6 Conclusion 
This means that the CBD of Port Elizabeth because of its location and 
proximity to the port will develop a character and spatial quality that will 
draw investment and make it possible for the city to compete with econom-
ic giants such as Baywest. This will create a balance within the spatial hier-
archy of nodes in the metro. Added to this are the benefits that the rede-
veloped rail will cause. Indirect positives will include the ease of pressure 
off traffic flow within the metro and therefore potential congestion problems 
will be avoided. It must be realised that this may only be achieved through 
the combination of the catalytic and metro scale plan. 
 
(top) Diagram showing Central Place Theory over 
Port Elizabeth 
(author, 2014) 
(bottom) Map showing location of most industry in the metro and the dis-















Before a design process or proposal of an alternative to the current state 
of the CBD of Port Elizabeth can be visualised, additional analysis through 
mapping of features and informants at the medium scale is needed. This 
will help to identify clues for the developmental process. 
 
13.2 Natural Structure 
The natural structure of Port Elizabeth’s Central area can be seen to pos-
sess the following characteristics: 
The city lies within a narrow stretch between the coast and a plateau which 
extends due south west from the city. To the south towards Humewood 
and Summerstrand are large flat sand lands that extend towards Cape 
Recief, the southernmost point of Algoa Bay. 
The Baakens River Valley also plays a major role in the formation of the 
city and its development as it is the origin of the port. The Baakens River 
mouth spills out into the port, but is unfortunately greatly obstructed by an 
excessive amount of bridges leading from the south toward the city. 
The construction of the harbour has stopped the build-up of sand north of 
the Charl Malan Quay. This area used to have a large beach area which 
has long since vanished. The current usable beaches all lie south of the 
port. Examples of these are Humewood Beach and Kings Beach. 
It is clear to see that there is a lack of integration between green spaces 
and a legible system of natural space does not exist. 
There are also vast amounts of underutilised land and lost space particu-
larly within the harbour area and around the termination area of Settlers 
Way freeway. This space may be utilised in a far better manner. 
Aerial views over the Baakens Valley & Tramway building. 





13.3 Figure Ground 
The figure ground diagram of the Pot Elizabeth Central area reveals the extent of the lack of integration that currently 
plagues the city centre. This is due to a number of reasons. The natural topography, laws and regulations of the past 
such as the Group Areas Act, and land ownership that restricts integration between areas are some of these rea-
sons. A small study comparing the different grains of fabric between these areas will follow: 
13.3.1 Central 
City block sizes are considerable measuring on average about 85 meters wide and 89 meters long. Between these 
blocks alleys may be found providing access to parallel streets. The grain can be describe as solid and built up. 
Buildings are densely packed in this area. The streets also follow a rigid grid pattern that makes navigation easy. 
13.3.2 Richmond Hill 
Blocks here are 115 by 75 meters in measurement. The grain of fabric is less dense and consists of residential units 
that are predominantly freestanding. The streets also follow a grid structure which is linked to that of Central. 
13.3.3 South End 
The grain of fabric of this area is scattered and of a very low density. The structure consists of enclave streets with 
cul-du-sac endings. The building type in this area is mostly residential and consists of security villages. This is in 
stark contrast to the old structure of South End that used to consist of a grid structure linking to the city with high resi-
dential densities. This was before the Apartheid rule demolished the area. This area also experiences a large waste 
of space as a result of the freeway ending in this location. 
13.3.4 Walmer 
This area used to be a separate town from Port Elizabeth but eventually grew to meet. The blocks are arranged in a 
grid structure and measure 350 by 155 meters. The grain is of a low density as most buildings are freestanding hous-
es on large plots. 
13.3.5 Humerail 
This area is of a very low density and consists mainly of freestanding railway worker housing on large plots. A semi 
grid street structure exists in this area 
It is apparent that the historical method of developmental layout in Port Elizabeth consists of Grid street patterns with 
medium to low densities. This is with exception to the South End area that was redeveloped during the 1960s 
and1970s. A similar linking approach to that of the street grid layout and densities should be considered when pro-





13.4 Land Use 
The land use map indicates the specific uses of the different areas of the 
inner city. Patterns can be seen in the use of buildings adjacent to im-
portant routes to and from the CBD. Smaller nodal activity can also be 
picked up through the map as can be seen in the case of Humerail. Here a 
mix of activities can be noticed indicating a good area for activity to occur. 
Stanley Street in Richmond Hill is also noticeable for its commercial activity 
consisting of restaurants. 
These patterns are partly due to location of the buildings and the functions 
that are appropriate in these areas. However, these activities may also be 
regulated by zoning regulations that dictate the function of individual build-
ings within an area. Zoning of the area will not be explored as it is of little 
relevance to this particular project. Light industry is also apparent in the 
Baakens Valley as this area was easily accessed via the port. Another no-
ticeable trait is that most port activities consist of industrial, light industry, 
storage warehouses and transport functions. This area is currently largely 
seen as a functioning port. This will soon change as many current indus-
tries and functions of the port are to be moved to new locations in the Port 
of Ngqura. This will leave large areas of the port vacant and ready for alter-
native uses or developments. This project will partially suggest what could 
be done in this situation  
(top) People use the underside of the freeway for different purposes includ-
ing informal trader. 
(author, 2014) 
(bottom) Panorama from the Donkin Reserve showing the tops of large 







This map illustrates the extent of State Owned land in the port area. This 
land is owned by the parastatal Transnet and managed by the National 
Ports Authority as previously mentioned. The port area is currently unde-
veloped and inaccessible for this reason. It is clear to see that the Settlers 
Way freeway creates a barrier between the city and the port. The land that 
the freeway is builds on is owned by the municipality. The freeway is 
marked as a metropolitan route and therefore falls under the responsibility 
of the metropolitan authorities. It is clear that a catalytic effect will be expe-
rienced in the inner city if the demolition of the freeways is to occur. Vast 
amounts of developable land will be available for development through po-
tential negotiations with Transnet and the National Ports Authority. Howev-
er, this can only happen if the barrier that the freeway poses can be re-
moved to reconnect the city with the port. 
The yellow marks the Municipal owned land consisting of public open 
space and parks. These spaces are generally the maintained and man-
aged by the municipality but seldom sold or developed for other purposes 
as it is public domain. (top) View from the Campanile showing the vast amount of land owned by 
Transnet and the State. This is largely underutilised prime property. 
(author, 2014) 
(bottom) Panorama showing the relationship between privately owned 






13.6 Nodes & Corridors 
This map illustrates the existing pattern of  nodes that exist within the Cen-
tral area of Port Elizabeth. It is clear to see that they all vary in size and 
importance and all possess different factions. This leads to a system of 
areas that work in a symbiotic manner. These nodes support one another 
through good grid street connections. Connections to other parts of the city 
are reinforced through corridors that consist mainly of shop fronts that pro-
vide activity. This is the antithesis of a mall structure. 
These corridors or activity routes may, if treated appropriately, also serve 
to create transect patterns between them and feeder routes. An example 
of this exists between Govan Mbeki Street and Strand Street where the 
alley ways may be able to provide space for smaller specialty shops and 
services.   The interconnectivity between these areas however gets broken 
up by the freeway and off-ramps that disconnects parts of the inner city. 
The connection between the city and the port will develop in a progressive 
way if the freeway was to be replaced by a boulevard structure that might 
support activity in a more appropriate manner than the current freeway 
does. (top) Image showing the activity on the main street, Govan Mbeki Street and 
the axial alignment with the town hall. 
(author,2014) 






13.7 Constraints & Informants 
This map includes a combination of factors that exist within the current city 
fabric that may serve to restrict or inform development patterns. 
The active edges that exist within the inner city form a system of routes 
toward the harbour. This project will aim to support these routes through 
strengthening these connections with the port and ultimately ending up 
within the port area. 
The active public spaces that result from these edges are mostly public 
land that serve as parks and hard surfaces such as squares and streets. 
The most important of these is Market Square and the Donkin Reserve. 
There are three main gateway entrances to the inner city. Two of these 
include access to the freeway. Access is restricted by natural elements 
such as the valley but also by the freeway which restricts access to and 
from the harbour. 
The port authorities also set up barriers through legislation that prevents 
the public to access the harbour area. This acts as a large barrier that is 
reinforced by the vast amount of underutilised rail within the port area and 
the freeway structure. 
Additional points of entry have been added for security measure when en-
tering into the port area currently there are no other access roads leading 
into the port. This may be an issue of access and connectivity if further de-
velopment of the port is to be suggested. 
The area where the fuel and manganese terminals are located presently 
also presents a hazardous environment for both the public and nature as 
multiple spillages and polluting effects have occurred in this area since its 
construction. This area will have to be rehabilitated after the industries 
have moved to the Port of Ngqura and before new project may be devel-
oped. 
The valley itself presents a welcome challenge in terms of integration with 
the rest of Port Elizabeth. The valley was successfully integrated into the 
grid structure of the city before South End was demolished in the 1960s. 
This may be strived toward in the future with additional pressure being 
placed on well located land for densification purposes. The current low 
Hazardous conditions are created by the fuel terminal in the port area  
(www.gettyimages.com, 2014) 
 
Manganese dust is blown off the large manganese terminal towards the city by 




Drawing showing the different types of layering that make up the 
city. These include foreground buildings, active edges, active 
spaces, lost space and hard and soft public spaces. These all 





These maps and analysis aided in the informative research that needed to 
be done to understand the local context before a set of proposals may be 
made. The information gathered has been invaluable in the development 
of a cohesive plan for the furtherance of the inner city and for the formula-
tion of an incremental development plan for future development of the port. 
The next section will aim to explore the possibilities of an extension to the 
current fabric of the city with the assumption that the freeway was re-
moved. The incremental development of this process of freeway removal 
will follow later in the project. 
Different layers of proposals will be presented to give an indication of how 
the future development will integrate with the existing city fabric. The next 
section deals with potential design ideas by looking at sections through 













Settlers Way freeway in Port Elizabeth has effectively cut off the city from 
the port and other areas. It has also caused various other problems relat-
ing to property value decrease and public space degradation. In this sec-
tion different sections through international precedents will be investigated 
to determine an alternative future for the inner city of Port Elizabeth.  
Alternatives to the freeway and traffic dispersal and flow will be investigat-
ed through a series of international precedents on a timeline. The timeline 
includes multiple examples of freeway demolition projects from  various s 
countries. Those that are particularly relevant to Port Elizabeth’s situation 
will then be investigated through section comparisons of before and after 
freeway removal scenarios. 
Drawing showing better connectivity through a choice of 
routes rather than a single artery 
(author, 2014) 





14.2 Case Studies Timeline 
 
A timeline has been made of various freeway demolition developments 
that are comparable to the one that is suggested. These demolitions have 
happened all over the world for various reasons. Some redevelopments 
were as a result of freeway damage caused by earthquakes such as the 
San Francisco example. Others were to rehabilitate natural areas and riv-
ers that have been destroyed by freeways and infrastructure. 
Some of these freeway demolitions occurred in the 1970s when freeways 
were only just getting popular as a method of movement infrastructure. 
During the 2000s the idea of freeway demolition became more accepted in 
other parts of the world and eventually grew to a viable option in many cas-
es. In South Africa the same freeway problems exist in places such as 
Cape Town and Port Elizabeth. Yet the idea of freeway demolition has not 
yet caught on in South Africa. 










14.3 San Francisco 
The case of the Embarcadero freeway is similar to that of Port Elizabeth in 
that also used to obstruct a significant building, the Ferry Building. In Port 
Elizabeth the freeway obstructs the Campanile. The removal of the Embar-
cadero and replacement with a boulevard has significantly improved the 
legibility and spatial quality of this water front area In San Francisco. 









The freeway demolition In Milwaukee indicates how this type of project 
might unlock land within the city for greater economic benefit. This land is 
generally situated in prime locations within the city and is able to be devel-
oped to form part of the city grain. In Port Elizabeth this is also possible 
with the added benefit of setting a precedent for the partial development of 
the port area. 
Before and after mages of the Milwaukee free-









The Gardiner Freeway in Toronto is an example of freeway removal that 
happened as a result of mounting maintenance costs on an old freeway 
structure. It was demolished to provide public space and redevelopment of 
significant areas of the city. Legibility and permeability returned and had 
not negatively affected the city structure. 
Image showing the demolition monument in Toronto 
(www.flickr.com by George Socka, 2009) 









The Boston Central Artery project or the “Big Dig” was a massive infra-
structural removal and replacement project. It involved the removal of sec-
tions of freeway flyovers within Boston and the relocation of this through 
traffic movement to tunnels underneath the city. This project aids to inform 
Port Elizabeth’s situation in terms of permeability choices. The same route 
may still be used by traffic but may take a different form other than a free-
way. 






Diagrams showing intersection   of  journey and  coastal route 




15. Ideas and Concepts 
 
15.1 Introduction 
Initial ideas for the development of the port area after the removal of the 
Settlers Way freeway were predominantly done through the investigation 
of case studies of spatial ideals. The expiration of how the release of 
land in the port area should be treated when considering development in-
volved a number of factors. These included the importance that space 
plays in the everyday for those who use it. 
 In order for Port Elizabeth to grow into a place that might be enjoyed by all 
it must be realised that a competitive approach with other South Afri-
can cities is not sustainable. Port Elizabeth should not strive to be a 
“world class city” or even an iconic city within South Africa. Rather it should 
strive to become a liveable city for its residents. The idea of the “ordinary 
city” is appropriate. To provide for the citizens of the city should be first pri-
ority when considering new development. Spatially this deals with the pro-
vision of spaces in which people might live, work and play while being 
proud of the area in which they live and perform these activities. This pro-
ject also deals with the provision of opportunity and choice through spatial 
means to these residents. 
Spaces in cities should be shared and used by its residents at different 
times for different occasions. This project builds on the idea of Aldo van 
Eyck as: Space is to place as time is to event. Therefore the journey into 
Port Elizabeth was investigated and the creation of spaces along the path 
was accepted, analysed and furthered. This in turn developed a sense of 
character that might develop incrementally as developments take place 
over time. 
The emphasis throughout the development of the proposal was on the im-
portance of the journey through public spaces within the city. These spac-
es might be guided by the set of principles as discussed before. 
Through the creation of good space character develops in an area. This in 
turn sets a precedent for further good development and space. These 
places get used by people and create an image for a place which leaves a 
legacy and heritage. This is what is needed in Port Elizabeth. This charac-
ter will then attract other benefits such as tourism over time. 
 A quick fix to the city is not what should be encouraged. Massive 
landmark buildings and standalone projects will capture the imagination 
only for a while before a new one comes along. What is needed is a com-
prehensive urban development framework for future development in the 
port and inner city area that consolidate developments into mutually sup-
porting elements. This will be aided by the catalytic project of the demoli-
tion of the freeway which is partially funded by a pilot project as explained 
before. 
The following part of the project will discuss the various layers that make 






15.2 Collage Map 
 
Various spatial precedents were taken 
and overlaid on the proposed map of de-
velopment to get a sense of what each 
space should entail and what kind of 
character could be achieved. These aid-
ed in informing spatial quality, scale, den-
sity and hierarchy throughout the develop-
ment. The use of elements and places 
that have a good spatial quality was inten-
tional to convey the potential of each area. 
This does not mean each area is intended 
to take on a specific role and compete 
with another area. Each space has poten-
tial while only some will develop this po-
tential others will subside to form other 
functions within the hierarchy that will de-
velop in the area.  
Not all spaces are meant to attract atten-
tion and activity. Some spaces and devel-
opments will create the backdrop for oth-
ers and so a foreground and background 
condition of spaces will form over time. 
The characters of neighbourhoods will al-
so change over time and perform func-




Piazza del Campo Marrakesh 







15.3 Proposed Built Area 
 
This map shows the proposed built area of new future developments. These are 
shown in yellow.  
Development occurs in areas so as to integrate with the current built fabric and 
grain density of the city. This is done so that the character of Port Elizabeth is 
maintained. There is however a proposal for high density development to facili-
tate future demand for well-located land. This is judged as urban influx is on the 
rise globally and decisions must be made to provide for future development on a 
large scale. 
The importance of good public space must not be underestimated in high density 
development as these spaces will become the ‘living rooms’ of the residents of 
these areas. Interactions between people breed a healthy city as new ideas are 
developed between people in collaboration. These ideas may develop into eco-
nomic benefit for the city as a whole. These people may only meet if the density 
factors of a city are favourable and there is enough public space provided for inter-
action. 
Within this proposed developable area smaller neighbourhoods will form and social 
cohesion will start to develop between community members. This will be built 
through the incrementality of the development. These neighbourhoods will develop 
their own character and spatial qualities that will add to the greater good of the city. 
Just like the public spaces and streets, other areas will also be undevelopment and 
left for other activities to occur. These will be the beaches, the Baakens Valley, the 
Baakens River mouth and a portion of the harbour area. Continued industrial use 
of the port for activities such as export of goods will result and compliment the 
character of the port. This will happen while the Baakens Valley will be conserved 
as an open space for nature where residents may go to relax and enjoy the river 
and nature. 
It must be stressed that this kind of development is only able to occur with small 
but strategic development decisions that will enable the city to grow in this manner. 
The most important of these decisions for development will be that of the demoli-
tion of the Settlers Way freeway. 
Diagram showing how the remov-
al of the freeway could potentially 









15.4 Hard & Soft Buildings 
Hard and soft buildings are important to note as this indicates which 
may potentially be redeveloped within the proposed framework. They 
also take note of significant buildings and buildings of interest that are 
essential for the character of an inner city to function. 
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15.5 New Developments 
A map of the new development by both public and private initiatives are 
important to link to with the proposal as these developments might act 
to support the development initially and therefore bear the risk of initial 
investment in an area. As seen the developments currently all happen 
to the west of the freeway. This project hopes to change this through 





15.6 The Journey 
The idea of a journey through the city, towards the port or vice versa is not 
a new one. Port Elizabeth used to have a jetty in the harbour that aligned 
with Jetty Street. This passed the main public space, Market Square, then 
the Theatre and the Donkin Reserve, another public space, before heading 
up to reach the gallery at the entrance of St. Georges Park. This route is 
what made the inner city special for many tourists and locals. It wanders 
through many public spaces with different functions and characters. 
What is strived for in this project is to maintain this ideal while upgrading it 
and furthering the journey towards the harbour and port to once again 
give the public the freedom of the port. The city is after all called “Port” 
Elizabeth for a reason. This journey will be an extension of Cape Road, an 
alternative route into the city as discussed before in the project.  
A smaller initiative, the Route 67, by the MBDA has been established run-
ning through this area as a heritage and art route for tourists and locals. 
This will be noted and developed further as other projects start to happen 
incrementally in the city as reinvestment follows the catalytic project. 
This journey concept is inspired by towns and cities that are on route to a 
Image showing how Brighton meets the 
sea and extends via a pier 
www.skyscrapernews.com  2000 
 
Map showing spatial differentiation in the 
journey to the water 
www.googleearth.com   2014 
Aerial View of the Mosque in Isfahan   
www.corbisimages.com by Roger Wood  1968 
 
A map illustrating the route taken through the  
www.iranicaonline.org     2014 
specific destination or have had a route built within them as a result of a 
destination point residing within the city itself. An example of this is the city 
of Brighton in the UK which has the famous Palace Pier as an end point 
to a journey towards the ocean. A series of parks and public spaces lead 
towards this revealing point. 
Another example is Isfahan in Iran. This city was based around a journey 
towards the Maydan-i Shah and Masjid-i Shah in Isfahan and the Zayan-
dah River. This city also reflects a history of building a spatial journey to-
ward an important destination to which people flock. In this case it hap-
pens to be a Mosque. In the Case of Port Elizabeth the journey may pass 
through the existing public spaces as well as some new ones in the devel-
opment to reach the ocean. This is after all the origin of the city. Other im-
portant elements along this journey may include the Campanile which itself 
is a marker of a significant time in history. 
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15.7 Crossover Zone 
This map illustrates the connection between the journey route that is 
proposed on an east-west axis to and from the port and the routes that 
follow the coast line into and out of the city. This creates a major inter-
section and is ideal for potential activity as it is a point of intersection 
between different areas of the city. This is why the city was originally 
built in this location, although it has lost its connection with the sea and 
has thus severed this intersection. The proposal aims to reopen the 




15.8 Greenbelt & Promenade 
This map shows the potential green systems that may develop through-
out the proposal. These stem from existing sources such as the 
Baakens Valley and the system of parks such as St. Georges Park and 
others in Central. Added to this is the proposed extension of the ex-
isting promenade that runs next to Marine Drive and along the coast. 
This promenade will enter the Waterfront area and lead towards the city 
centre. From here it leads onto the Charl Malan Quay and further along 
until it reaches the ocean again on the other side of the port where it 
extends and is met by a series of new piers. These piers act as bea-
cons for activity on the northern edge of the port and also capture sand 





15.9 Natural Structure 
The green structure of the proposal aims to 
maintain the natural systems that pass through 
this part of the city and to maximise them as 
public and recreation spaces. These include 
the Baakens Valley through which the Baakens 
River flows. Currently the river is underutilised 
and not reaching its full potential. It is suggest-
ed that the river be rehabilitated and opened 
up to its full extent to the port once more. Cur-
rently there are too many bridge crossings and 
canalisation efforts occurring at the mouth of 
the river. This area may be converted into a 
recreational area with facilities to relax next to 
the urban river. This example exists in Zurich, 
Switzerland at the ‘Flussbad Oberer Letten 
where decks have been built alongside the river 
for the urban population to enjoy. This is also 
possible in Port Elizabeth. Floods are however 
to be taken into account. 
Other initiatives are the promenade that has 
been discussed and connections between 
green areas. Trees may also be used to im-
prove legibility as well as softening the urban 
fabric and serve to cool the city. 




15.10 Vistas & Gateways 
This map indicates all the potential routes that might open to connect 
the city to the new developments such as the Waterfront. A system of 
routes, vistas and views will be established that create a sense of hier-
archy throughout the new development to integrate it with the existing 
fabric. These will be supported through treelines and barriers will be 
bought down to a minimum. 
 
Significant buildings and monuments will also be pre-
served as to maintain th character of the city. Additional 
effort will be made to support these buildings and clus-
ters of fabric. An example of this is the creation of a 
square in front of the Pier Street Mosque to give back 
dignity to its sense of place. St. Peters church will also 




15.11 Movement Routes 
Existing movement routes will be taken into account and either extend-
ed or modified to integrate potential development. Hierarchy of routes 
is important as not all areas are to be equally accessible to different 
forms of transport. Therefore the permeability of areas will vary to con-
trol the capacity of vehicle types within an area. This will not affect traf-
fic as routes will interconnect and give enough choice in terms of alter-
native routes if congestion should occur. 
 
New routes will include the reestablishment of a light 
rail system along the original routes towards 
Humewood and along Cape Road. These will also 
ease pressure on traffic through providing a public 
transport service. The large scale metro plan for add-
ed rail and stations is also involved in this proposal 





15.12 Spatial Connectivity 
These maps show the spatial connectivity of Port Elizabeth through roads, 
streets and alleyways. The method employed to create this mapping was 
similar to that used by Bill Hillier and Space Syntax. Straight segments of 
road are taken from start point to end point and given a colour ranging 
from red to blue. The colours indicate the number of connections or inter-
sections with other lines and thus start to display the connectivity of a 
segment of road, with red being the most connected, and blue the least. It 
must be realised that this was an attempt to illustrate the connectivity and 
was not done with the use of software, but does however indicate the con-
dition of connections within the city. 
The ‘before’ and ‘after’ effects of the maps are dramatic when the potential 
of a development is revealed. Street colours change as routes are affected 
by the addition or deduction of connections through future developments. It 
is evident in the blue colour of the Settlers Way freeway that it is not at all 
well connected and thus follows the argument for a well-connected grid to 
replace the freeway. 
Analogy 
The freeway can be compared to a pipeline, while a grid system can be 
compared to a watering can. The freeway directs traffic like a pipeline in a 
single direction, through a single hole and does not allow for any deviation. 
If this pipeline gets blocked at a specific point the whole system gets 
blocked up. In contract to this a watering can distributes the flow evenly. 
This means that if one route gets blocked there are many more to distrib-
ute the flow. Therefore the idea that a freeway is faster than a well-





15.13 Spatial Usage and Movement 
As with the previous map an investigation was done in a similar method to 
that of Space Syntax to determine the patterns that exist when mapping 
stationary activity and movement activity as per pedestrian use of the 
city. The red dots indicate stationary activity while the blue lines indicate 
preferred pedestrian movement. It is interesting to note that these move-
ments happen predominantly along movement and activity routes. Those 
with more red dots indicate activity corridors while those without are mobili-
ty routes. Clusters of activity occur in and around specific nodal areas and 
public spaces. It is clear that there is little activity of any kind within the port 
area. 
It is hoped that the catalytic removal of the freeway will unlock further such 
areas of activity and expand and reinforce current ones. It is no secret that 
people like to be where there are pleasant spaces. This can be seen in 
these maps as spaces that are vacant of activity are either not accessible, 
are of a private nature or are simply not good spaces to spend time in. 
More activity will require more people. This means that further develop-
ment in the area might thin activity in other areas or steal those people 
who create these activities. However, this may be reversed with projected 
population increase and demand for space within the city as time passes. 
This potential development pattern is anticipated to grow incrementally 
and over a period of at least fifty years. Therefore the demand for spatial 
growth through population increase will be followed by the creation of 





15.14 Nodes and Corridors 
There is already a functioning system of nodes 
linked via a few corridors in the inner city. This 
will undoubtedly expand and grow organically 
and in an incremental manner if the city is al-
lowed to expand towards the port. It will be influ-
enced by demands within the area for retail, of-
fice space and residential development. 
The added attraction of being close to the 
port will also be a factor to consider. Future de-
velopment will have to take into account the 
market and must take care to not provide what is 
already occurring in other areas of the city (e.g. 
Baywest, Greenachres and Walmer Park) to 
avoid competition and potential spatial failure as 
a result of oversupply. This may decrease prop-
erty values. Timing of development to meet de-
mand and economic cycles must also be noted 
as this may determine whether developments  
succeed or fail. These factors all have a spatial 
implication in the incremental growth of the pro-
ject area. 
Care should be exercised by municipal depart-
ments to prevent developments such as gated 
community, malls and monopolistic land owners 
as these make for an unhealthy spatial combina-
tion. Furthermore large developer driven projects 
at a large scale should be phased to prevent fail-
ure and over supply problems. These massive 
once off projects also have a significant effect on 
the inner city and should be controlled. Proper 
design guidelines should be laid down by authori-
ties to ensure that the character to the city is 
maintained and furthered. Nodes will then grow 
organically and corridors will follow or vice versa. 




15.15 Walking Distances 
This map shows the distances that might develop between points in the 
city. It also tests the potential for a plan involving the disconnection of 
the rail between the Main and Humewood stations. This will open up 
land for development but cause the stations to be terminus points for 
two different rail lines. This in theory will not affect the greater metro 
plan for rail and benefit the inner city. This is because the area between 
the two stations may develop as a transport “transit mall” which may 
generate activity. The distances between these two points are also far 




 15.16 Constraints and Informants 
This map aims to show the linkages and other relationships that spaces 
have with one another. Landmarks and buildings of interest are indicat-
ed as well as new additions such as the proposed ‘Freedom Statue” 
that is to be placed on the edge of the harbour wall. This will, if devel-
oped. Become a major landmark and beacon as it will be visible from 




Axial alignments and approaches should be consid-
ered with a project as large as this. A development on 
the small pier will also be significant as it will essential-
ly terminate the journey as mentioned before. This will 
in turn line up with the Freedom Statue to create a ter-
mination point for the system of spaces, axial align-





15.17 Land Use 
These maps show the current and proposed 
land use of the Central area. It is evident in the 
existing fabric that patterns of land use have 
developed in the inner city according to paths to 
and from the port. It is evident that these paths 
have influenced trade and development of the 
city centre. As mentioned before the city is at a 
crossroads between two major routes, one 
running along the coast and the other from in-
land towards the port and ocean. Both resulted 
from trade. These routes are characterised 
through the demand for retail and commercial 
activity along them. Cape Road has developed 
into a corridor that intersects with Strand Street 
and Govan Mbeki. More complex land uses ex-
ist through the development of Stanley Street 
and sites around the Donkin Reserve. 
The city is in fact better connected than Bay-
west and has the best location in the region. 
This is why the city was established here in the 
first place. Therefore it is suggested that recon-
nection and reinforcing of these land uses 
should occur through further development of 
land use in the CBD. This will be done through 
the catalytic development started through the 
demolition of the Settlers Way freeway. 
This proposal map is an indication of what 
could be developed given the appropriate cir-
cumstances and decisions. By unlocking strate-
gic land and development through proper land 
use, Port Elizabeth could become one of the 
most loved cities in South Africa. 






15.17.1 Proposed Land Use 
Land use proposals take into account current de-
velopments and aim to create areas that compli-
ment one another through different land uses. The 
appropriate function for different areas will develop 
incrementally as demands and needs are recog-
nised over time. Therefore it is important to not 
force patterns of future developments. 
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15.17.2 Land Use Layers 
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15.17.3 Legibility Layers 
Foreground or iconic landmark buildings need 
to be framed or have a backdrop of plain build-
ings. This is important as a city of iconic struc-
tures is not an ideal fabric for activity. Buildings 
trying to outcompete one another cause confu-




15.18 Specific Facilities 
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16. The Journey 
 
16.1 Walking Journey 
The images and map describe the journey taken from Cape Road through 
the inner city and down to the port. This visual representation is what is 
suggested as a potential developmental approach for the future. It ex-
plores the existing context while moving through new areas that may de-
velop and suggests the potential creation of public spaces along the route. 
Legibility, permeability, access and choice are important principles to 
be employed as these are lacking in the city currently. These still frames 







16.2 Sections through the Freeway 
This part of the document will discuss the existing state of the freeway at 
different points and examine these conditions. Possible alternatives are 
then suggested through visualising what may be achieved if the free-
way is demolished. These sections have been selected to cut through 
three significant points within the city centre. Section AA shows the con-
nection of the freeway with Russel Road and the taxi rank. Section BB 
shows the Campanile and Market Square and Section CC shows the 
Baakens River and the entrance to the city. 
In this visualisation the freeway is replaced with a boulevard that facili-
tates the current traffic flow along the coast. This enables both pedestri-
ans and vehicles to navigate the city. Shop fronts are also able to line the 
boulevard and provide activity in this shared space. By removing the free-
way and replacing it with a simple but robust boulevard most of the prob-






16.2.1 Section AA 
This section through Govan Mbeki Street and Strand Street illustrates the 
divisive manner in which the freeway exerts itself upon the CBD. The Rus-
sel Road turn-off splits Govan Mbeki Street in two and does not respect 
city scale. This area also suffers from the other ills relating to the overpass 
condition that occurs when flyovers are built in cities as discussed before. 
The taxi rank is also affected as the freeway is not conducive in forming a 
regional transport interchange area. The freeway off-ramps also take up 
vast amounts of space that amplify the problem. At some points up to eight 
lanes are formed with a width of sixty meters. This leads to vast amounts 
of underutilised or lost space underneath. 
The benefits of a boulevard as a replacement for the freeway can be seen 
in the creation of street fronts and legible streets. 
Images showing the taxi rank and the visual 







16.2.2 Section BB 
This section cuts through the middle area of the Settlers Way freeway. The 
legibility of the city is compromised by the freeway that cuts across and 
stops views and axial alignments with significant buildings. This is the case 
with the Campanile that gets cut visually by the freeway when viewing it 
from old Jetty Street (the street along which this section cuts). Lack of ac-
cess to the harbour and the underdeveloped land is also a problem that 
stops the development of the inner city. The train station is also a victim of 
the freeway as it sits underneath the flyovers and is not clearly defined as 
an important building within the city. The bus terminus underneath Market 
Square is also not clearly visible. Important functions in a city such as 
these needs to form part of a larger public space as a transport inter-
change. The entrances and views for buildings off Strand Street are also 
compromised by the freeway. 
The removal of the freeway liberates these views and vistas once more 
and allows public spaces to be created. 
Images showing the spatial condition  under the freeway 







16.2.3 Section CC 
This section cuts through the southernmost part of the freeway. The 
Baakens River mouth enters the port at this point but is totally hidden by 
the freeway structure. There are too many bridges and freeway structures 
over the river mouth. This undermines the importance of the river mouth to 
the city as part of its heritage and developmental history. One of the only 
buildings in the area, the tramways building is dwarfed by the freeway. 
This area is also plagued by lost space under and around the freeway. 
This is because the South End area was demolished to make way for the 
freeway in 1963.Ultimately the freeway causes the gateway or entrance to 
the city centre to not be legible and the approach to the city is therefore not 
celebrated. 
The removal of the freeway will open up the river which may become part 
of the larger Baakens Valley Precinct plan as mentioned before. 
Images showing entrance to the city centre 








17. Incremental Development 
 
This section will explain a possible manner in which a development of the 
port area will be able to occur. The explanation starts with the current con-
text of Port Elizabeth and assumes that a pilot project will subsidise the 
demolition of the freeway. The success of these projects will then inform 
further developmental initiatives by the private sector as demand increases 
for development closer to the port area. 
These phases have taken into account ownership, demand, potential zon-
ing and timing of development to create an incremental strategy for port 
development. Not all of the suggested development may occur as other 
unforeseen factors might arise and therefore the timing of different phases 
























The inner city of Port Elizabeth undoubtable suffers from urban decay 
and disinvestment. The reason why this has occurred has been investigat-
ed in this project through research and analysis. One of these was that the 
Settlers Way freeway (M4) running through the inner city has caused spa-
tial complications. This has led to the image of the city being tarnished by a 
single piece of infrastructure. 
This project has set out an argument for an alternative future for Port Eliza-
beth by concentrating on this specific issue. Economic, social and spa-
tial investigations have been done to determine which alternatives are 
appropriate. This project was divided up into three sections. The first ex-
amined the past, the second looked at the present and the third predicted 
a future. 
 
The first section of this document dealt with the Port Elizabeth's past. It 
discussed the morphological growth of the city and the influencing factors 
that led it to develop in this particular way. The construction of the Settlers 
Way freeway and the decline of the inner city as a result was discussed. 
This was followed by current  urban renewal projects that have occurred as 
an attempt to stop urban deterioration of the inner city. 
In the second section an argument for freeway demolition was investigat-
ed. It looked at the present situation of the inner city and the possibility of 
demolition of the freeway in Port Elizabeth's city centre. The obduracy of 
freeway infrastructure was discussed by looking at the technical, eco-
nomic and social rational behind such an argument. Alternative routes 
and traffic dispersal methods that may replace the current freeway were 
then discussed. Case studies were then examined for clues on how to im-
plement these changes. How to navigate the freeway demolition project 
was then looked at to determine what stakeholders are involved and what 
negotiations, financing and legal aspects had to be taken into account. The 
last part of this section looked at potential developments that might unfold 
as a result of the freeway demolition project. 
The Last section dealt with the future vision of the city and port area of 
Port Elizabeth. It investigated a vision for an alternative future through free-
ing up land that is currently underutilised via the freeway demolition. Prin-
ciples were then formulated to guide and test the development of a pro-
posal. Freeway conditions were investigated to establish the problems that 
occur as a result of freeways in the city as well as problems that may occur 
through its removal. Different freeway types were then discussed to deter-
mine the best suited alternative. More local examples in other South Afri-
can cities were analysed before suggestions for the Port Elizabeth Condi-
tion were made. A metro analysis and inner city analysis were then done to 
determine what specific aspects should be focused on. An  initial design 
process through a further investigation of case studies was then done be-
fore being followed by ideas and concepts. The Journey idea was then fur-
thered and an incremental development proposal was set up. 
This project has investigated the possibility of the demolition of the Settlers 
Way freeway and determined that it is essential for the appropriate fu-
ture growth of Port Elizabeth's centre as well as the metro area in terms 
of spatial and economic benefit. The city centre is centrally located in the 
region and has a major spatial advantage in terms of trade and commerce. 
This alone should be enough reason for concern when it comes to social 





Furthermore it has been established through a comparison that there is 
not lack of funds for this project, only a lack of will. There have been 
no prior in depth reports done on this matter even though it has been con-
sidered a possibility for years. 
Funding for the construction of road infrastructure for the new Baywest de-
velopment on the periphery of Port Elizabeth has been approved and con-
struction has started. This area is inaccessible to those without private ve-
hicles . This infrastructure was subsidised by both the Port Elizabeth mu-
nicipality and SANRAL by 15%. The total value of this project was R300 
million. (www.baywestmall.co.za, 2014) 
 "Baywest MD Gavin Blows says the Baywest developers, Abacus 
 Asset Management and Billion Group, as well as the South African 
 National Roads Agency SOC Limited (SANRAL), will pay the bulk of 
 the costs for the new network, with the city contributing 15% of  the 
 costs." 
       (www.baywestmall.co.za, 2014) 
This means that R45million was spent by the municipality and SANRAL. 
When comparing this to spending R165million for the demolition and reha-
bilitation of the Freeway in the CBD of Port Elizabeth it is plain to see that 
there is not a lack of funding available. The CBD is also more accessible 
to the those without private transport.  
The revitalisation of the CBD through freeway demolition is of much great-
er benefit to the city of Port Elizabeth and the metro area than an enclave 
development on the periphery of the city which contributes to further 
sprawl. Up until now it has been a combination of bad decision making re-
lating to land use and spatial hierarchy that has contributed to further 
sprawl and fragmentation. 
Therefore this projects suggests re-centralisation and concentrate of 
economic activities rather than spreading .This can be done through 
the demolition of Settlers Way which will lead to further development 
in the CBD of Port Elizabeth. It is suggested that this should serious-
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16. The Journey 
 
16.1 Walking Journey 
The images and map describe the journey taken from Cape Road through the inner city 
and down to the port. This visual representation is what is suggested as a potential devel-
opmental approach for the future. It explores the existing context while moving through 
new areas that may develop and suggests the potential creation of public spaces along 
the route. Legibility, permeability, access and choice are important principles to be em-
ployed as these are lacking in the city currently. These still frames suggest possible ways 
in which these problems may be solved. 
Nodes & Corridors Map 
Transport Map 
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